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Train Accidents in August. 





The following accidents are included in our record for the 
month of August : 
COLLISIONS. 
REAR. 


2d, night, freight on Union Pacific ran over misplaced 
switch and into freight on siding at Elkhorn, Neb. Both en- 
gines and 5 cars damaged. 

ith, very early. passenger train on Baltimore & Ohio 
broke in two near Green Spring Run, W. Va., and rear sec- 
tion ran into forward one, damaging 2 cars and killing 2 
tramps on platform cf mail car. 

4th, a. m., freight on Grand Trunk ran into ballast train 
standing on main track at Warwick, P. Q., wrecking engine 
and 5 cars, killing fireman and injuring engineer. 

4th, p. m., passenger train on Pittsburgh & Western ran 
over misplaced switch and into freight on. siding at Callery 
Junction, Pa., wrecking both engines and 3 cars, injuring an 
engineer and a passenger. 

4th, p. m., passenger train on Delaware & Hudson ran into 
rear of coal train at Archbald, Pa., damaging engine and 3 
cars. Fireman hurt. : 

5th, night, passenger train on Boston & Albany ran into 
local passenger train switching across main track in Boston 
yard, damaging 3 cars. 

6th, a. m., freight on Birmingham Mineral ran into pre- 
ceding freight near Birmingham, Ala. Engineer hurt. 

6th, a. m., passenger train on Vermont Valley ran iuto flat 
car left on main track in Brattleboro’, Vt., doing some dam- 
age. Trainman hurt. 

7th, p. m., freight on Cincinnati, Hamilton & Dayton ran 
into preceding freight near Toledo, O., damaging 7 cars. 

Sth, a. m., freight on East Tennessee, Virginia & Georgia 
ran into preceding freight which had svopped at Seney, Ga., 
and sent back no signal. 

9th, p. m., freight on New York, Lake Erie & Western 
broke in two near Stafford, N. Y., and rear section ran into 
forward one, wrecking 12 cars. 

10th, night, passenger train on Delaware & Hudson Canal 
Co. road ran into rear of freight near Port Henry, N. Y., 
damaging several cars. 

12th, p. m., freight on Buffalo, New York & Philadelphia 
ran into rear of switching freight in Rochester, N. Y., 
damaging 8 cars. 

13th, a. m., passenger train on Rome, Watertown & 
Ogdensburg ran over misplaced switch and into freight on 
siding in Watertown, N. Y., damaging several cars and 
injuring a trainman. 

l4th, a. m., ballast train on Long Island road ran over 
misplaced switch and into freight on sidiug at Woodhaven, 

Y., wrecking 2 engines and 4 cars, killing a trainman and 
injuring 2 others. 

15th, a. m., freight on Chicago, Burlington & Quincy broke 
in two near Holdridge, Neb., and rear section ran into for- 
ward one, wrecking 4 cars. 

15th, a.m., passenger train on East Tennessee, Virginia & 
Georgia ran into rear of freight at Brunswick, Ga., damag- 
Ing © cars, 

17th, night, freight on Pennsylvania Railroad ran into 

preceding freight near Brinton, Pa., wrecking 10 cars. 
_ iSth, very early, freight on Central of New Jersey broke 
in two near White House, N. J., and rear section ran into 
forward one, wrecking several cars. An oil-tank car caught 
fire and 11 cars were burned up. 

20th, a. m., freight on New York, New Haven & Hartford 
broke in two near Portland, Conn., and rear section ran into 
forward one, wrecking 3 cars, 

21st, a. m., passenger train on Baltimore & Ohio ran into 
passenger train standing on the main track in Washington, 
damaging engine and several cars and injuring 7 passengers. 

22d, night, passenger train on Indiana. Bloomington & 
Western ran into yard engine in Indianapolis, Ind., doing a 
little damage. 

24th, a. m., freight on Michigan Central ran into rear of 
passenger train stopping at Battle Creek, Mich., damaging 5 
cars and injuring 2 passengers. 

24th, night, freight on Cincinnati, Hamilton & Dayton 
broke in two near Miamisburg, O., and rear section ran into 
forward one, wrecking 3 cars. 

25th, night, freight on New York, Lake Erie & Western 
ran into preceding freight stopped at Greycouvt, N. Y., 
damaging 7 cars. 

25th, night, freight on Virginia Midland broke in two near 
South Rivanna, Va., and rear section ran into forward one, 
damaging 2 cars and killing brakeman who was thrown be- 
tween the cars. 

_ 26th, very early, freight on Pennsylvania Railroad ran 
into preceding freight at Dean’s Pond, N. J., damaging 3 
cars, 

26th, a. m., passenger train on Texas & Pacific ran_into 
rear of freight just going into siding at Whitesboro, Tex., 
damaging 3 cars. 

26th, a. m., excursion train on Cincinnati, Wabash & 

Michigan ran into rear of freight at Elkhart, Ind., damag- 
ing engine and several cars. 
8, 27th, a. m., freight on Louisville, New Albany & Chicago 
broke in two n-ar Edwardsville, Ind., and rear section ran 
back down grade and into following freight, wrecking en- 
gine and 3 cars. 

2Sch, night, freight on St. Louis, Iron Mountain & South- 
ern ran into preceding freight near Victoria, Mo., damaging 

¢ Cars, ~ 
_ 29th, p. m., passenger train on Pennsylvania Railroad ran 
into rear of freight at Elizabethtown, Pa., damaging engine 
and 6 cars, and injuring 2 trainmen. 

30th, a. m., passenger train on Cornwall road ran into 
rear of freight at Donaghmore Furnace, Pa., wrecking 2 
cars and killirg a trainman. 


BUTTING. 


oth, night, butting collision between freight and passenger 
trains on Northern Pacific near Fridley, Minn., damaged 
both engines and 3 cars. Two passengers slightly hurt. 

6th, night, butting collision between two freights on Penn- 
sylvania Railroad near Greensburg, Pa., wrecked both en- 
gines and 5 cars. 

‘th, a. m., butting collision between freight and working 
trainson New York, Rutland & Montreal near New Leb- 
anon, N. Y., damaged both engines and injured a trainman. 

8th, a. m., butting collision between two freights on Chesa- 
peake & Ohio near Limestone, Ky., wrecked both engines 
and 9 cars, killed 4 trainmen and injured 2 others badly. 

Yth, night, butting collision between passenger and freight 
trains on Louisville & Nashville near Setobur, Ky., 
Wrecked both engines and 5 cars, killed a trainman and in- 
jJured 2 others, Freight was running on the passenger train’s 


13th, a.m., freight on Cleveland, Akron & Columbus 
broke in two near Columbus, O., and rear section ran back 
oie grade and into a following passenger train, doing some 

mage. 

19th, night, — collision between two freights on Chesa- 
peake & Ohio near Charleston, W. Va., damaged both engines 
and 8 cars. 

22d, a. m., butting collision between regular and : aM 
passenger trains on Camden & Atlantic at Ancora, N. J., 
wrecked both engines and one car, injuring engineer and 7 
passengers. It is said that the regular train was ahead of 
time, giving the extra no time to make the siding, which it 
expected to reach; the conductor had no information that he 
was to meet an extra. 

22d, night, butting collision between two passenger trains 
on Camden & Atlantic near Berlin, N. ,J. damaged both en- 
gines and several cars. It is said that this collision was 
caused by a heavy fog seing one engineer from seeing a 
stop signal at Berlin. This was the second cullision the same 


day. 

30th, night, butting collision between two freights on New 
York, Lake Erie & Western near Otisville, N. Y., wrecked 
both engines and 11 cars, 

23d, night, butting collision betweeu two passenger trains 
on Central Pacific at Vallejo Junction, Cal., damaged both 
engines and 4 cars. 

28th, a. m., butting collision between two freights on 
Pennsylvania Railroad at Monmouth Junction, N. J., wreck- 
ing both engines and 10 cars. 

28th, a. m., butting collision between two freights on 
Union Pacific, near Papillion, Neb., damaged both engines 
and 20 cars. 

CROSSING. 

5th, very early, Delaware, Lackawanna & Western freight 
ran into New York, Lake Erie & Western coal train at the 
crossing in Binghamton, N. Y. There was a heavy fog at 
the time. 

llth, a.m., Allegheny Valley freight ran into Buffalo, 
Rochester & Pittsburgh freight at crossing in Falls Creek, 
Pa., wrecking engine and 2 cars and killing engineer. 

15th, p. m., main line passenger train on New York, Lake 
Erie & Western ran into Northern New Jersey passenger 
train which was crossing the main track at the junction at 
West End, N. J. Engine and 2 cars were damaged. It is 
said that the main line train disregarded the signal to stop, 
which was shown at the junction. 

23d, night, Detroit, Lansing & Northern, freight ran into 
Grand Trunk freight at crossing in South Lyon, Mich., 
wrecking % cars. 

25th, night, Cleveland, Columbus, Cincinnati & Indian- 
apolis passenger ran into Chicago, St. Louis & Pittsburgh 
freight at the crossing at Milford Centre,O. A freight car 
was thrown over on the signal-house, crushing it and killing 
watchman and another man who was with him. 

30th, a. m., passenger train on Pennsylvania Railroad ran 
into passenger train on Mt. Holly Branch at crossing in Mt. 
Holly, N. J., damaging 3 cars. 


DERAILMENTS. 
BROKEN RAIL. 

2d, night, passenger train on Utah & Northern was derailed 
near Dillon, Mont., by broken rail. A car unset, injuring 9 
passengers slightly. 

7th, night, freight on Louisville, Evansville & St. Louis 
was derailed near Albion, lll., by broken rail. Trainman 
shghtly hurt. 

28th, a. m., freight on Missouri, Kansas & Texas was de 
railed near Muskogee, Ind. Ter., by broken rail. 

BROKEN FROG. 

28th, very early, passenger train on Cleveland, Columbus, 
Cincinnati & Indianapolis was derailed in Indianapolis, Ind., 
by broken frog. 

BROKEN SWITCH-ROD. 

30th, p. m., freight on Connecticut River road was de- 
railed in Springfield, Mass., ky broken switch-rod. Fireman 
slightly hurt. bd 

BROKEN BRIDGE. 

18th, night, mixed train on Brattleboro & Whitehall broke 
through bridge near Brattleboro, Vt., and the whole train 
went down into West River 60 feet. The engineer and a 
passenger were killed, 2 trainmen and 5 passengers hurt. 
The bridge.was of wood and iron 200 ft. span ; it is said that 
the rolling stock on the road (8 ft. gauge) is much heavier 
than was expected to be used when the road was built. 

21st, p. m., passenger train on Burlington, Cedar Rapids 
& Northern broke through bridge near Norris, Ia., 2 cars 
going down into the creek. A tramp on platform of baggage 
car was badly hurt. 

SPREADING OF RAILS. 

19th, p. m., freight on Philadelphia & Reading was de- 
railed near Bushong Furnace, Pa., by spreading of the rails, 
and 3 trainmen hurt. 

21st, a. m., engine of passenger train on Buffalo, New York 
& Philadelphia was derailed near Olean, N. Y., by spreading 
of the rails. Engineer slightly hurt. 

Bist, a. m., freight on Evansville & Indianapolis was de- 
railed near Washington, Ind., by spreading of the rails, and 
2 trainmen hurt. 

Bist, night, freight on Chicago, Milwaukee & St. Paul was 
derailed near Sioux City, Ia., by spreading of the rails. 

BROKEN WHEEL, 

8th, might, freight on Pittsburgh, Cincinnati & St. Louis 
was derailed near Mansfield, Pa., by broken wheel. 

14th, noon, locomotive of passenger train on New York Cen- 
tral & Hudson River was derailed in Albany, N. Y., by 
broken truck wheel. 

16th, night, passenger train on Louisville & Nashville was 
derailed near Greenville, Ala., by broken wheel, and a train- 
man hurt. 

23d, night, 2 cars of freight on Central of New Jersey 
were derailed in Plainfield, N. J., by broken wheel. 

28th, p. m., freight on Ogdensburg & Lake Champlain was 
derailed near Forest, N. Y., by broken wheel. 

BROKEN AXLE. 

4th, night, freight on Chesapeake, Ohio & Southwestern 
was derailed near Paducah, Ky., by broken axle, and 2 train- 
men hurt. 

5th, a. m., 14 cars of freight on New York, Lake Erie & 
Western were derailed near New Hampton, N. Y., by broken 
axle. 

23d, night, passenger train on Gulf, Colorado & Santa Fe 
was derailed near Lyons, Tex., by broken axle, and rear car 
upset, killing one passenger and injuring 15 others. ; 

24th, a. m., freight on Pittsburgh, Fort Wayne & Chicago 
was derailed near Beaver Falls, Pa., by broken axle. : 

27th, night, 3 cars of passenger train on Missouri Pacific 
were derailed at Knobnoster, Mo., by broken axle, killing a 
trainman, injuring a trainman and 5 passengers. 
BROKEN TRUCK. 

2d, night, passenger train on Annapolis & Elkridge was 

derailed near Odenton, Md., by breaking of tender truck. 
ACCIDENTAL OBSTRUCTION. 


7th, night, freight on Chicago, Milwaukee & St. Paul was 





time, 


building which had fallen on the track. The wreck caught 
fire and 17 cars were burned ; 4 tramps stealing a ride were 
killed and 3 hurt. 

8th, a. m., passenger train on Chateaugay road was derailed 
near Lyon Mountain, N. Y., by some stones which bad fallen 
on the track, 

20th, very early, freight on Northern Central was derailed 
near Roaring Branch, Pa., by rock falien on the track in a 
cut. 

24th, a. m., passenger train on New York, Pennsylvania & 
Ohio was derailed at Hiram, O., by clay dumped on the track 
at a road crossing by men who were repairing the highway. 
Engineer and fireman hurt. 

CATTLE ON TRACK. 


5th, a. m., passenger trainon Grand Rapids & Indiana 
ran overa cow near Bryant, Ind., derailing engine and 3 


cars. 

22d, very early, freight on Philadelphia. Wilmington & 
Baltimore ran over a cow near Bellevue, Del., and engine 
and 5 cars were derailed. 
22d, night, freight on Memphis & Little Rock ran over a 
cow near Ink Bayou, Ark., derailing engine and 2 cars and 
injuring fireman. 

LAND-SLIDES AND WASHOUTS. 


6th, p. m., Ye train on Virginia Midland was de 
railed near North Garden, Va., by land-slide. Engineer - 
slightly burt. 

8th, a. m., passenger train on South Florida ran into wash- 
out at Winter Haven, Fla., damaging engine, 2 cars and in- 
juring 2 trainmen slightly. 

11th, very early freight on Petersburg road ran into wash- 
out at Otter Dam Creek, Va., wrecking engine and 5 cars. 
Engineer slightly hurt. 

14th, a. m., freight on Pittsburgh, Wheeling & Kentucky 
ran into wash-out near Wheeling, W. Va., wrecking engine 
and 8 cars and injuring engineer. 

EARTHQUAKE. 

31st, night, freight on South Carolina road was derailed at 
Langley Mills, 8. C., by the effects of the earthquake on the 
track and the engine went into a pond close by. The fireman 
was drowned, the engineer hurt. 

81st, night, passenger train on South Carolina road ran 
into a break in the track caused by the earthquake near Sum- 
merville, S. C. The engine was wrecked, the fireman killed. 

31st, night, passenger train on South Carolina road was 
derailed near Ten-mile Hill, 8. C., by the direct effects of the 
earthquake on the track. 


MISPLACED SWITCH. 


15th, very early, 3 cars of freight on New York, Phila- 
delphia & Norfolk were derailed at Fruitland, Md., by mis- 
placed switch. 

18th, night, freight on Texas & Pacific was derailed at 
— Tex. , by misplaced switch, killing a tramp stealing 
a ride. 

21st, very early, freight on Cincinnati, Washington & 
Baltimore was derailed in Cincinnati, O., by misplaced 
switch and 3 cars ran across the street, wrecking a wagon 
and knocking down the front of a small house. The driver 
of the wagon was badly burt. 

RAIL REMOVED FOR REPAIRS. 


19th, a. m., freight on Florida Railway & Navigation Co. 
road was derailed near Lake Ogden, Fla.. where trackmen 
had taken up a rail for repairs and failed to put out signal. 
MALICIOUSLY CAUSED. 


12th, night, coal train on Philadelphia & Reading was de- 
— near Williamsport, Pa., by purposely misplaced 
switch. 
15th, night, freight on Wilmington & Northern was de- 
— near Lenape, Pa., by two heavy logs placed across the 
track. 
15th, night. freight on Lake Shore & Michigan Southern 
was derailed in Chicago by purposely misplaced switch. 
23d, very early, passenger tram on Louisville & Nashville 
was derailed in Evansville, Ind., by switch ay mis- 
placed. Acar upset, injuring 5 passengers slightly. 
UNEXPLAINED. 
15th, noon, car of freight on New York Central & Hudson 
River was derailed near Utica, N. Y., and upset. 
18th, p. m., freight on New York Central & Hudson River 
was derailed near Eagle Harbor, N. Y., and a car upset. 
27th, a. m., 5 cars of freight on Missouri, Kansas & Texas 
were derailed near Wagner, Ind. Ter., and wrecked. 
28th, a. m., freight on New York, Lake Erie & Western 
was derailed near Carrollton, N. Y., and 2 trainmen hurt. 
30th, a. m., passenger train on Cincinnati, New Orleans 
& Texas Pacific was derailed near Dry Ridge, Ky. Engineer 
killed and 3 trainmen burt. 
OTHER ACCIDENTS. 
BOILER EXPLOSIONS. 
2d, a. m., as freight on New York C-ntral & Hudson River 
was near Clyde, N. Y., a flue collapsed and the steam burst 
into the cab through the fire-door, scalding engineer fatally 
and fireman badly. 
10th, a. m., yard engine on Union Pacific exploded its 
boiler in Kansas City, Mo., wrecking the engine, killing 2 
men who were on it and badly injuring a third and a switch- 
man who was standing near. 
llth, night, yard engine on Louisville & Nashville 
exploded its boiler in Lexington, Ky., wrecking the engine, 
killing engineer and injuring fireman fatally. 
2ist, a. m., engine of freight on West Virginia Central & 
Pittsburgh exploded its boiler while running near Shaw, W. 
Va., the engine was thrown over on its side, the fireman 
killed, the engineer ard 2 other trainmen hurt. 
23d, a. m., engine of freight on Ulster & Delaware ex- 
loded its boiler while standing in the yard at Rondout, N. 
Y. Engine was wrecked, engineer and fireman badly hurt. 
24th, noon, engine . train on Rome, Watertown 
& Ogdensburg collapsed a flue when near Camden, N. Y., 
letting the water into the fire-box and putting out the fire. 
BROKEN PARALLEL ROD. 


4th, very early, engine of passenger train*on Petersburg 
road broke a parallel rod when near Pleasant Hill, N. C., 
and the loose end tore a hole in the boiler. The engineer was 
badly scalded by escaping steam, but succeeded in stopping 
the train. 

5th, p. m., locomotive of passenger train on Central of 
New Jersey broke a parallel rod when near Elizabethport, 
N.J., and was badly damaged. 

25th, p. m., engine of passenger train on New York, Lake 
Erie & Western broke a paraliel rod when near Secaucus, 
N. J., and was much damaged. 

27th, a. m., locometive of passenger train on New York, 
Lake Erie & Western broke a parallel rod when near Otis- 
ville, N. Y., and was badly damaged. 

RUNAWAY TRAINS. 

25th, p. m., construction train on Asheville & Spartan- 
burg broke in two near Saluda, N. C., and 3 flat cars ran 
back down the mountain at a frigbtful speed, finall stopping 
10 miles away. A foreman and 4 convicts were thrown 
at a curve and killed ; a guard and 7 convict laborers also 





derailed at Eggleston, Minn., by timbers from a burning 





thrown off and burt. 
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830th, a. m., passenger train on Manhattan Elevated ran 
into bumper at Chatham Square (terminal) station in 
New York, damaging car and injuring 2 passengers slightly. 
It issaid that the vacuum brakes were out of order. 

MISCELLANEOUS. 

23d, a. m., as passenger train on Long Island road was 
near Newtown, N. Y.. a heavy beam fell from an overhead 
highway bridge which was being repaired, and struck the 
— damaging it considerably. ireman slightly hurt. 
29th, night, car loaded with cotton on Louisville, New Or- 
leans & Texas caught tire when near Clarksdale, Miss., and 
was destroyed. 

SUMMARY. 

This is a total of 115 accidents, in which 31 persons were 
killed and 117injured. Ascompared with August, 1885, there 
was an increase of 25 accidents; but a decrease of 6 killed 
and of 55 injured. 

The eight months of the current year to the end of August 
show a total of 708 accidents, 244 kilied and 944 hurt; a 
monthly average of 89 accidents, 31 killed and 118 injured. 

A fuller statement of totals and averages, with a sum- 
mary of the causes of accident, will be found on ancther 
page. 











Condition of Brake Snoes in Burlington Brake Tests. 
We give this week the engravings referred to in the article 
on page 659 of last week’s issue, to which we refer for 
further details. The engravings almost explain themselves, 
but were crowded out of our last issue to make room for the 
illustrations given of the Silver Creek catastrophe. 








Discussion of the Interchange Rules. 





The first regular meeting of the third year of the Western 
Railway Club was held on Wednesday, Sept. 22 in Chicago, 
23 members Leing present, including some 12 prominent me- 
chanical officers of railroads. President C. F. Pierce occu- 
pied the chair. 

The annual dues, beginning with September of this year, 
were reduced from $5 to 32. 

Tie Club took up ‘* The subjects dealt with at the meeting 
of the Master Car-Builders at Niagara Falls in June last.” 

Mr. G. W. RHopeEs (Chicago, Burlington & Quincy) re- 
marked that one of the most interesting subjects at the meet- 
ing was the discussion on the interchange rules. That opened 
a rather wide field, and it excited a good deal of interest. 
One of the most important questions was the gauge of wheels, 
and a move was made inthe convention as to the limit be- 
tween flanges of wheels, a subject which has not been 
so definitely touched upon by the Association at any 





former meeting. Another subject was axles and _ size 
of journals. It was also said that the weight of 
cars that are being made now are, in some cases, 


being increased by the paint brush instead of by strength of 
the materials. He had understood that in some of the Eastern 
clubs they are discussing also the best metbod of getting the 
members of the Association to follow out the standards of the 
Association. One of the faults seems to be that a committee 
is appointed by the Association, and they spend a good deal 
of time on the subject they have to examine. Sometimes the 
views they have started out with are entirely changed by the 
time they have completed their investigations. Then they 
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make their report to the Association, and fcr tue first time 





the members of the Association hear these results. They have 








not the benefit of the careful investigation the committee 
have had, and the result is that when the new subject is 
broached to the convention they generally simply indorse 
their committee, and it seems to me as if some move doing 
away with the necessity of the Association acting so quickly 
on the recommendation of the committee might be a useful 
thing. Ithad struck him that these sub clubs in the East and 
in the West might be used to great advantage. Why should ; the meeting at Niagara Falls, as he says, a great many ques 
not these reports of the committees be submitted first to these | tions have come up about the interchange of cars that have 
clubs and be discussed by them. Then me.nbers would go to | given us trouble, and as the rules were adopted at that time 
the Master Car-Builders’ Convention, having given the sub-| they appear to me to be very defective, some of them at any 
jects considerable investigation, instead of going there and | rate, and I am very much in favor of discussing the rules 
earing the reports for the first time. here in our Club and come to some conclusion that we can 
Mr. W. A. Scott (Chicago & Northwestern) : Mr. Rhodes, | work intelligently at our next annual meeting, as Mr. 
in touching upon the Master Car-Builders’ Association's meet- | Scott has suggested. I would just mention that I was 
ing at Niagara Falls, said they did their work burriedly, and | last week in New York at a_meeting of the Executive 
they did. We came away from there without very much | Committee of the Master Car-Builders’ Association, and 
improvement in our interchange rales, and I do not see| some of these points came up which the Executive Com- 
that we are going to get it next year either. We/| mittee had to decide for the present, that is, until the next 
will go there with crude ideas of what is wanted, and we | annual meeting, and we found that there were a great many 
will act as before—ride around a good deal, and go and | things that should bealtered. I think it would be very valu- 
see the folks, but we won't take any action until the last | able to all of us to have the rules of interchange taken up one 
minute. We can take up those matters, and if the Club goes | by one in our Club and thoroughly discussed, and get the 
on asa wena, Ae shall be very glad to participate in these | opinion of all the members on the different rules and where 
discussions. The interchange rules iuterest every road, and | they could be revised so asto make them much more efficient 
if we discuss those rules it will probably add to the member- | than they are now. 
ship of the Club. The roads will want to be represented at | is quite difficult in some cases for our inspectors to under- 
this Club as well as in the Association, and for my own part | stand the rules. They could be made very much plainer than 
I feel that our road wants to join in that direction. We are | they are, and if we do that in our Club we will be prepared 
not facilitating the movement of cars at all, in my opinion, | when the Association meets again, and the rules come up for 
by what has been done. A great many differences have come | revision, to talk intelligently on the matter. 
up since we came away from Niagara Falls that sbould have C ; 
been settled there, and if we can settle them during the year | could readily see the necessity of some action of that kind, 
—put the matter in shape so that we may be able to take them | but just where to commence, whether it 1s to be taken from 
up woe gg A there—it will be a work of great good to all : 
conce: . I think. | already adopted, he did not see. If it is the reports already 
Mr. B. K. VERBRYCK (Chicago, Rock Island & Pacific): | adopted they could be taken up section by section and dis- 


SAMPLES SHOWING CONDITION OF BRAKE 


Mr. GrEo. W. STEVENS (Lake Shore & Michigan Southern), | 
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Certainly the way they are at present it | 
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SHOES AT END OF BURLINGTON BRAKE TESTS. 


(Taken from tke 5th, 15th, 25th, 35th and 45th car of each train). 


thing of the kind that seemed proper to the members, but if 
it is the reports that are to be made, unless there is some 
definite time stated when the committee shall be through 
with its work, he failed to see just where the benefit will 
come in. 

Mr. W. B. Snow (Illinois Central) thought that the more 


you tinker with those rules every year the worse they are. 
He thought the rules are well enough as they are. He could 


understand them, and did not see why they cannot be under- 
stood perfectly. 

Mr. JACOB JOHANN (Chicago & Atlantic) differed from Mr. 
Snow, and thought it is highly proper to discuss those 
rules at the Club meetings. The rules were clear enough 
when every one is disposed to interpret them liberally. ‘The 
trouble is that some are disposed to draw them rather fine. 
Trey are satisfactory to him if every one interprets them i 
a liberal sense, but there are some parts of them that we 
might have a better understanding of. ; 

Mr. Snow : I did not mean to be understood as opposing 
the discussion. 1 simply opposed changing them every 
year. 

Mr. Scott: Mr. Snow says the rules suit him, and the 
more we change them the worse they are. Is it not a fact 
that we are changing our equipment all the time, and is it 
not a fact that we ought to progress as the roads progress : 


| It is our experience at some of our interchange points that by 


| 


Mr. Scott has expressed my views most accurately. Since | cussed and commented upon and resolutions passed, or any- 


demurrage on car and the repairs that are had upon it we have 


the forthcoming reports of the committee or the reports | to lay out more on that car to get rid of it than we get freight. 


If the least thing is wrong, we have to hear about it; and the 
correspondence over these Western roads is very large 0” 
that subject, and, as a general thing, very unsatisfactory. 
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FISHER JOINT FOR BEVELED RAILS—MANHATTAN ELEVATED RAILROAD. 


The rules are plain enough for the average inspector to} 
understand. Mr. Snow may understand them, we may all | 
understand them, but our inspectors at $50 to $55 a month 
do not understand those rules, and they get us into 
trouble. The work which will bear the most fruit, 
be thought, is in the line of organized effort at 
our meeting in Minneapolis next year. It was clearly 
seen at Niagara Falls that the Eastern clubs had by 
discussion on these subjects posted themselves very thor- 
oughly. They came there organized, and dii much more 
effective work than the Western roads. The Western mem- 
bers made no organized efforts; there had been no meeting, 
no concentrated work done on any of these subjects, and the 
moment they were touched upon, those who had had their 
heads together and knew each other’s opinions were fully able 
to lead otf, and we, as it may be vulgarly termed, tailed on. 

Mr. Wn. Forsytn (Chicago, Burlington & Quincy) 
noticed that the New England Railroad Club had as tbe sub- 
ject for discussion at their next meeting ‘‘ Interchange of 
Cars.” 

it was voted that the subject for discussion at next meeting 
be the first six rules adopted by the Master Car-Builders’ 
Association at Niagara Fall-, and that one hour be devoted 
to the discussion. 

Officers for the ensuing year were elected as follows: 
President, G. W. Stevens (Lake Shore & Michigan South- 
ern); Vice-President, H. L. Cooper (Lake Erie & Western); 
Secretary, Angus Sinclair (National Car-Builder); Treas- 
urer, W. B. Snow (Illinois Central). 

Mr. STEVENS requested permission to withdraw on account 
of his inability to be in regular attendance at the meetings of 
the Club and was excused. 

Mr. W. A. Scort, Assistant Superintendent of Motive 
Power and Machinery, Chicago & Northwestern, was then 
unanimously elected to the position, notwithstanding his 
statement that an older member should be made President. 

President PIERCE thanked the Club for the courtesy ex- 
tended to him during his term of office, and introduced Mr. 
Scott. Mr. Scott took the chair and made a short address, 
referring to the present standing and future prospects of the 
Club, the work it ought to perform, and tbe obligation rest- 
ing upon each member to work for its interests and thereby 
for the interests of the roads they represented. 

Mr. STEVENS suggested that ‘* Driving-Whee] Centres and 
Section of Tire” be discussed at the next meeting. He noticed 
a growing disposition to use thick tires; a great many 4 in. 
tires were going on. 

Mr. RHODES suggested that subordinate heads of depart- 
ments be invited to attend during the discussion of the Inter- 
change Rules at the next meeting, which was carried. 











Fisher Joint for Beveled Rails—Manhattan Elevated 
Railroad. - 





The rattle and noise of the joints on the New York elevated 
railroads bas been always a conspicuous and objectionable 
feature. They are very much more noisy and in worse 
average condition thau on most surface roads. At first this 
seems against nature, especially as the rolling stock of the 
road is quite light and the support to the ties absolute. In 
this latter fact, however, lies most of the difficulty, beyond 
question, for reasons suggested in discussing ‘‘ The Argu- 
ment for Broken Joints,” in the Railroad Gazette of Jan. 20 
and Feb. 6, 1885. The weakness of the rail at the joint 
causes the ties to compress and wear more, and there is no 
way of taking up this wear by extra care, as on an ordinary 
roadbed. 

Certainly the load per wheel is very light, and no other ex_ 
planation seems possible. There has been the usual process 
of creeping upin loads. The Ninth avenue elevated started 
with 2,000 lbs. per wheel. This soon crept up, on the new 
structure, to n-arly 4,000 lbs., and as the other lines went on 
was again increased to nearly 7,600 lbs. per wheel, at which 
limit, which is still very low, it is likely to stay until the 
structure is rebuilt or strengthened. With such a limit the 
56-lb. rails (50-lb. on Third avenue) were certainly far 
stronger in proportion than 60 or 66-lb. rails for ordinary 
service, but that the track was inadequate for the require- 
ments has been long apparent. 

Three remedies have been adopted for this evil : (1) 70-lb. 
rails; (2) the Fisher joint; (8) bevel-ends to the rails, the 
latest form of the three combined being illustrated in our 
engraving. That the combination is an immense success for 
accomplishing its end is beyond question. The joints are 
barely distinguishable by the most careful attention, and the 
noise of the train is not one-fifth as great. Only a short 
stretch of track has been laid with this device as yet, but 
more has Leen ordered, although the expense of cutting off 
the rails on a bevel is great, there being no machive for the 
purpose yet complete, so that the rails have to be cut off ina 
slotter. Mr. John Fritz, Chief Engineer and General Super- 
intendent of the Bethlehem Iron Co., has designed and is now 
constructing a machine for the purpose which is expected to 
reduce the additional cost to a merely nominal sum. 

The road has laid a considerable stretch of 70-lb. rails on 
the Third avenue lines with angle-bar joints, and another 
considerable stretch on the Sixth avenue line with Fisher 
joints and square ends to rails, so that some basis is afforded 
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in weight of the rail is the main factor in the improvement, 
because all the 70-Ib. track is vastly less noisy than that of 
l'ghter section ; but there can also be no question that each 
change has its effect, because, of the three kinds of 70-Ib. 
track, that laid with the joint illustrated is perceptibly the 
least noisy and the angle-var track perceptibly the most 
noisy of the three, although the difference is not very great. 
It will be seen that the Fisher type lends itself very conven- 
iently to the use of beveled joints, and we understand that 
the form illustrated has been practically adopted as standard 
for all renewals. 








Luttgens’ Variable Exhaust Damper. 





The device illustrated, it will be clear, is designed to accom- 
plish the same end as a variable exhaust nozzle in a simpler 
and more acceptable way, by placing a damper at the base 
of the smoke-stack, through which air can be admitted in 
any volume desired. 

This damper is carried on castings, which take the place of 
the ordinary smoke-pipe saddle. It is applicable to every 
style of locomotive stacks by merely making new castings. 
The engineer, by operating a plain rod D with a handle 
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Luttgens’ Variable Exhaust Darper. 


placed within the cab, moderates the effect of the draft upon 
the fire at pleasure, by rotating the circular valve B (prefer- 
ably made of brass), placed over apertures which it covers 
or uncovers, and which communicate with the inside of the 
stack. The direction of the current of air is indicated by 
the arrows. 

Advantages claimed for the device are that it is very 
effectual asa spark arrester ; that it softeus the sound of the 
exhaust ; that it places the steam pressure under the control 
of the engineer, and that even when the engine is working 
hard it may be used at any place of danger from sparks 
without materially affecting the steam pressure. 

Tests of one week’s duration on the New York, Susquehar- 
na & Western, between two twin engines of similar age and 
proportions, are certified by Mr. W. C. Ennis, Master Me- 
chanic of the road, to have shown a consumption of 61,000 
against 71,000 lbs. of coal, a difference in favor of the engine 
fitted with the damper of 10,000 Ibs., or over 16 per cent. 

Both of these engines were used for heavy coal trains and 
were taxed to the utmost of their capacity in regard to speed 
and power. 


Brooklyn & Rockaway Beach Railroad in the spring of 1885. 
A second engine has been fitted out this season. Others are 


Savannah, Florida & Western, the Charleston & Savannah, 
and the Housatonic; also on two engines built for the Carde- 


motive & Machine Works, of Paterson, N. J. The inventor 
is H. A. Luttgens, of Paterson, N. J. 











or estimating the relative effect of the three new features in 
educing wear. There can be no question that the increase 





Glass Sleepers and Rails. 


several English papers about the discovery of preducing 
rails in the same way as sleepers, I must state that the con 
tents of this report are founded on a misunderstanding. 
German newspapers, which brought their articles regarding 
cast glass translated from English journals, erroneously 
translated the English ‘sleeper’ into the German ‘schienen,’ 
signifying * rails’ in English, and it was this mistake which 
led the English papers to the opinion that Mr. Frederick 
Siemens had succeeded in manufacturing also rais 
from cast-giass. Allow me to add for public in- 
tormation that a sample of these glass sleepers, recently 
tested at the Anderson Foundry Co., Limited, Glasgow, 
resisted a falling weight of 3% cwt. falling upon a 
rail placed upon the sleeper set in sand ballast, commencing 
at Gin. and rising by succeeding increments of 6 in. up to 
9 ft. 6in.-the maximum elevation to which the test ram 
could be elevated—withouc effects until the blow bad been 
repeated for the sixth time. Cast iron sleepers are expected 
to withstand a similar test up to 7 ft. only. The cost of 
glass sleepers will be considerably less than those of either 
cast iron or steel, while the material is practically imperish- 
able as regards climatic changes, influences, or the ravages of 
such insects as the white ant.” 


Master Mechanics’ Association Circulars. 








Secretary J. H. Setchel has issued the following committee 
circulars from his office at Dunkirk, Sept. 15 : 


COAL DELIVERY TO LOCOMOTIVE TENDERS. 

1. Describe the various systems of delivering coal to ten- 
ders that you use. If any machinery, staging or special 
equipment is used send blue print of same. 
2. Say why different systems are used at different stations, 
specifying which you prefer, and giving reasons for prefe1- 
ence, 
3. Give average cost of delivery per ton under each sys- 
teni, and so that comparison may be made of value and 
thoroughly understood. State the average number of tons 
delivered each 24 hours, the number of men requived in the 
24 hours and the average rate of pay per 12 hours for un- 
skilled labor. (It would make this comparison more interest- 
ing if, when a special plant such as crane, shutes, staging, 
etc., is used, its first cost and maximum capacity of delivery 
per 24 hours were stated.) 
4. Describe any special conveniences you are familiar with 
for coaling the bunkers of switching, tank and other engines 
not provided with tender. 

N. B.—Replies will be treated as referring to soft coal and 
the short ton of 2,000 Ibs,., unless it is otherwise stated. 

Jas. STRODE, Northern Central ) 

Cuas. GRAHAM, Vel., Lacka, & Western -Committee. 

J. Davis Barnett, Grand Truok ) 
Replies to be addressed to J. Davis Barnett, Port Hope, 
Ontario, Canada, 

GAUGES FOR DRIVING WHEEL TIRES AND CENTRES. 
At the annual meeting of the American Railway Master 
Mechanics’ Association held in Boston, in June, 1886, the 
report of the Committee on Standard Diameters of Driving 
W hee! Centres was unanimously adopted. 
The sizes proposed by the Committee and adopted by the 
Association, are as follows: 38 in., 44 in., 50 in., 56 in., 62 
in. and 66 in. 
The Committee was instructed to make arrangements with 
the Pratt & Whitney Co. or some other respectable firm, to 
make and furnish the railroad companies, locomotive build- 
ers and tire manufacturers, standard gauges representing the 
various sizes adopted, both for the outside diameter of wheel 
centre and for the inside diameter of tire, for each size as 
given above. 
The Committee have made such arrangement with the Pratt 
& Whitney Co., of Hartford. Conn., wko are now prepared 
to enter orders for these gauges, made in accordance with 
plans submitted to and approved by the Committee, and will 
furnish them either in sets comprising tbe six sizes adopted, 
or in pairs, separately, at the following prices, which are 
net, delivered on board at Hartford, quotations subject to 
orders being received on or before Oct. 15, 1886; Set of 6 
pairs Standard Reference Gauges, for outside and inside 
measurement, complete in finished cherry cases, with lock, 
#105. For parts of set, in pairs, or for single pair, $26 per 
pair Cherry cases for parts of set, $5 to $7.50 extra. 
As it is desirable to have the new system embodying this 
standard of uniformity introduced at as early date as possi- 
ble, and in order to take advantage of the exceptionally low 
wrices offered, orders should be placed with the Pratt & 
Vhitney Co., on or before Oct. 15, 1886. 

The sizes represented for inside diameter of tire, for each 
of the 6 guages in the full set are as follows: 


ee, TE ee Te 
44 in., less 9.047 in.... 
50 in , less 0.053 in : 
56 in , less 0 O60 in.. .. = 55.940 in, 
62 in., less 0.066 in sts ceebeben ce 6 nenvseeeccnece ME GLE 
a, COE ‘biéscrodbancAte need Suedndnoksaees = 65 930 in, 
J. N. LAUDER, 

JacoB JOHANN, ~ Committee. 
H. N. SPRAGUE, 











Prosperity of Lake Vessels. 


Not in many years have the shipping interests of the lakes 
enjoyed such a continuous run of prosperity as has char 

acterized the first five months of the present season. From 
the opening of navigation vessels of every class, ranging 
from the monster iron steamship of 3,000 tons down to the 
little coarse freight hooker, have found steady employment, 
and the outlook for the closing months of the season 
is even more flattering. Freights have been more 
plentiful than in many seasons, and the rates for 
carrying have been unusually profitable; so mutch so, 
in fact, that the fears so often expressed that the lake 
marine had seen its best days seem to be unfounded. 
Of course there are a few chronic croakers who continue to 
prate about hard times and whine for a return of the days 
when they got as bigh as 33 cents a bushel for carrying grain 
from Michigan City to Buffalo. ‘They will never come 

Those exorbitant rates were paid before the era of railroads 
and at a period when the lake marine was inits infancy. A 
vessel that could carry 7,000 bushels of wheat was above the 


The first of these dampers was placed on an engine for the | average, While one witha capacity for 15,000 bushels was a 


monster. Steamboats were unknown. Nor were there the 
same facilities for crowding sailing craft to their ut- 
most possibilities that have since been introduced. In 


in use on the New York, Susquehanna & Western, the| those days vessels made the entire trip from Buffalo 


to Chicago without the aid of steam tugs. They sailed 
through the rivers that connect Lake Erie with Lake 
Huron and proceeded on their course to the mouth of the 


nas & Incoro Railroad of Cuba, and on some being built for | Chicago River, where they frequently remained for days 
South America. All these are applied by the Rogers Loco discharging their cargoes of merchandise into lighters. After 


this work was performed cargoes of grain had to be carried 
aboard in bags, and frequently, when the winds were uvfav- 
able, from a mouth to six weeks was consumed in making a 
round trip. Compare those times with the present, and it 
can be readily seen why water transportation rates have been 
crowded down. Railroad competition has developed the ne- 


| Mr. Siemens writes as follows to an English paper from | cessity for larger and swifter vessels and far better facilities 





resden, Aug. 27: “As concerns the report mentioned in 


.n handling their cargoes. Consequently the little 
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brigantine of fifty years ago has passed out of exisc- 
ence to make room for sailing vessels of five times 
her capacity, and by the same process of evolution 
these are being crowded out of the grain-carrying trade by 
large steamers and tow barges. Shrewd managers of great 
transportation companies are convinced that the future lake 
carriers must be able to freight wheat 1,000 miles for one 
cent a bushel, and steamships are now being built that are 
designed to carry 3,000 tons of freight and make a round 
trip between Buffalo and Chicago in less than a week, not in- 
cluding the time consumed in loading and unloading. It 
would be as silly to compare the lake carrying trade of to- 
day with that of a half century ago as it would to compare 
the railroad with the stage coach. 

A comparison between the present season and last is more 
to the point, and will probably prove far more interesting. 
Last season was financially the most disastrous one the vessel 
interests ever experienced. It was full of disappointing re- 
sults, though but little more so than the season preceding it. 
At the beginning of both seasons indications pointed to con- 
siderable activity in the carrying trade, but within a few 
weeks after the fleet went into commission the bright pros- 
pects vanished, leaving in their wake a dreary waste of 
blighted hopes. Rates were reduced to a lower minimum 
than was ever known before, and cargoes were so 
scarce that vessels were forced to remain idle at 
their docks for weeks at atime. Many gave up the battle 
and went into winter quarters long before the season 
closed, and those that remained in commission barely earned 
enough to pay their actual running expenses. It is but little 
wonder that owners of vessel property became disheartened, 
or that repeated disappointments blinded their eyes to the 
signs of renewed prosperity that presented themselves at the 
beginning of thisseason. Perhaps it is just as well that they 
could not foresee the prosperity that awaited them, for the 
very reason that they were unprepared for it has made it all 
the more welcome. Without going too far back into the his 
tory of the lake marine for comparisons, it isinteresting to 
note the difference in carrying rates between the present time 
and the corresponding pericd last year. 

Just one year ago last week vessels were carrying grain 
from Chicago to Buffalo for 1'¢ cents per bushel, and bring- 
ing back coal at 40 cents a ton. Rates for transporting ore 
were on a basis of 60 centsa ton from Escanaba to Cleve- 
land. Even at those rates vessels went begging. This year 
the begging has been on the side of the shippers, and so great 
has been the competition for vessels that rates have ruled 
higher than at any time since the memorable financial 
crash of 1873. In fact, grain by lake and canal from 
Chicago to New York has been shipped at the same rate 
as it would have cost to have sent it through in 
ears, thus elevating the lake interests to an even level with 
the trunk lines. Five cents a bushel has been paid on corn 
from Chicago to Buffalo, aud vessels are now bringing back 
coal at 75 cents, while $1.60 is refused for carrying ore from 
Escanaba to Cleveland. Last year a steamer carried a 
cargo of corn to Buffalo, and the freight aggregated $1,200. 
She left here with a similar cargo last week, and at the end 
of her voyage will receive $4,000. Her expenses for the two 
trips were precisely the same. 

This great improvement in the lake carrying trade is chiefly 
due to the revival of the iron industry. For several years 
the greater part of the iron furnaces have been idle, and 
almost the entire standard tonnage of the lakes was forced to 
rely on the grain-carrying trade for employment. This year 
the construction of new railroads, together with other causes, 
has put fresh life into the manufacturers of iron, and there 
has se a greater demand for ore than has existed before in 
many years. The working forces of the mines have conse- 
quently been increased, and the estimated output will aggre- 
gate upwards of 1,500,000 tons greater than that of last 
year. Already the shipments exceed those up to the corre- 
— period last season by 700,000 tons, and 
shippers say that the close of navigation will find them 
short of stock. The resuit is that so many vessels are re- 
quired in the ore trade that grain shippers find themselves 
obliged to enter into competition with the ore men and bid 
liberally for tonnage. Even then grain cannot be moved as 
fast as desired, but continues to accumulate at the rate of 
1,000,000 bushels a week at Chicago alone, and the accumu- 
lation at other sbipping points is proportionately large. An- 
other point in favor of vessels is the fact that the bulk of the 
iron ore is being forwarded from Lake Superior. In former 
years more than one-half of the vessels engaged in the ore 
carrying trade received their cargoes at Escanaba. The 
opening of extensive mines at Ashland and Two Harbors has 
sent many of them to the further end of Lake Superior to 
load, thereby prolonging the trips and consequently reducing 
the tonnage. urther reduction is made by the limited lock 
age facilities between Lake Superior and Lake Huron. Ves- 
sels trading to Escanaba can load to their full capa- 
city, while vessels loading at Lake Superior ports 
cannot pass through the canal locks at the Sault when 
drawing more than 15 ft. of water. The advance in rates 
for carrying coal to nearly double the prices paid last year is 
due to the firm attitude of carriers, who declined to accept 
the low rates offered by shippers, and went up without 
cargoes until shippers were compelled to concede anadvance. 
These are some of the causes for the revival of lake com- 
merce, but the railroad managers have contributed largely 
to the general prosperity by maintaining fair rates on east- 


| bound shipments by rail. The disastrous railroad war that 
| was prolonged through the greater part of last summer 
| worked great detriment to the vessel interests, for, while 
| the railroads were moving freight far below the cost of trans- 
portation, vessels were unable to enter into competition with 
their more powerful rivals. 

Vessels engaged in carrying lumber and otber coarse 
freights, while sharing in the general improvement, have not 
| as yet reaped the benefits enjoyed by grain and ore carriers. 
One very important factor that bas worked against their 
welfare was the labor disturbance during the first part of the 
season. Combined with this incombatable enemy was the 
general stagnation in the lumber trade itself. Railroad con- 
struction, however, aided in pulling the lumber fleet out of the 
mire by giving them large contracts for carrying posts, ties 
and telegraph poles. Cargoes of this description have been 
more plentiful than ever before, and are only restricted by the 
ability of dealers to supply the products. Alllumber vessels 
of standard grade that desired to do so were readily supplied 
| with grain cargoes, and as many withdrew from the lumber 
fleet for that purpose the others were largely benefited. The 
reduction of the lumber fleet and a better feeling among 
dealers recently caused an advance in freights, and a further 
improvement is looked for. One result of the boom has been 
to induce vessel owners to invest in new tonnage, and so 
many contracts have been placed with shipbuilders as to 
give rise to suspicions that the lake fleet will be so largely 
augmented next year that carrying rates will sink back into 
the old unprofitable rut.—Chicago Tribune, Sept. 13. 


point shows a saving of 4.17 miles in distance and of 209 de- 
grees of curvature. 

The general alignment of the tunnel is on tangent, except- 
ing a short distance at the west portal, where a 5 deg. 30 m. 
curve starts inside of the tunnel 137 ft. from the portal. The 
deviation from the straight line is not sufficient, however, to 
obstruct the view through the tunnel. The east approach, 
on a 5 deg. 30 m. curve running into the tunnel tangent 550 
ft. from the east portal, is about a quarter of a mile long 
through a 40-ft. cut and necessitated changing the course of 
a swift mountain stream and loweriug its bed about 8 ft, 
The west approach is on an embankment filled out into the 
river and connecting with the old line a quarter of a mile up 
stream. The grade through the tunnel is 614 ft. per mile de- 
scending with the river. 

The tunnel is 3,902 ft. long between portals, and built for 
double track, spaced 13 ft. between centres. The standard 
cross-sections will be shown in a following issue. 

The material encountered in the east approach was earth 
and a compact gravel, filled and hardened by an intermixture 
of clay and fine material. With exception of ahout 200 ft. 
at the west portal, the material in the tunnel is rock running 
in layers, showing a general dip of frem 20 to 30 ft. to the 
mile toward the east. The constantly varying depth and 
nature of the ruck render it impossible to describe the stratifi- 
cation with any degree of accuracy, although in genetal the 
lower layers are black and green or gray shales, interspersed 
with bands of blue sandstone ; the central ones blue sand- 
stone and bands of shale; the upper ones red sandstone and 
red shale. At the east portal the material was earth, the 
shale rock appearing in the bed only. From there to a point 
250 ft. inside the tunnel the upper material is earth, and the 
rock gradually rises till it reaches the roof of the tunnel near 
the end of the section. This section was the only one on the 
work where serious obstacles were met with in prosecuting 
the work; a ~vater-carrying layer 1 ft. thick in the earth en- 
tering the tunnel section near the roof caused many tedicus 
delays by slides over the portal and into the approach. From 
the end of this section to a point two-fifths in from the east 
portal the material in the roof is red shale and red sandstone 
and lower down green shale. The central section of the 
tunnel shows blue sandstone and shales throughout. Com- 
mencing at a point two-fifths in from the west portal to 
a point about 400 ft. from the west portal the material is 
blue sandstone interspersed with green and black shales. 
and the tunnel penetrating through the mountain at this |The Westernend of the tunnel is largely composed of blue 








The Vosburg Tunnel. 


Within the last few years the Pennsylvania & New York 
tailroad, forming a part of the route of the Lehigh 

Valley Railroad from New York to Buffalo, has beenfdouble- 
tracked throughout, important changes in alignment 
and grades adopted, and general improvements of the road_ 
bed and structures along the line introduced. By far thé 
most important work connected with these changes was the 
construction of {the Vosburg tunnel which has just been 
successfully completed. We give in this issue three cuts, to 
be followed by others showing more in detail the recoid of 
the construction of the tunnel, which was in many respects of 
much interest. 

The Vosburg Tunnel is situated in Wyoming County, Pa., 
41¢ miles north of Tunkhannock and 37 miles north of 
Wilkesbarre. The old line follows the North Branch of the 
Susquehanna River, which at this point forms a large bend, 
known locally as ‘*‘ The Horse-Race,” on account of its rapid 
current. Atthe narrow part of the bend, known as “ The 
Neck,” the river in its circuitous course approaches itself 
again within less than a mile after a detour of over five miles, 
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sandstone, and can be rated as about the best section in the | method; in fact, with two of the connections of the road 


tunnel, the abutments for the arching being replaced in some 
instances by natural berms cut out of the solid rock and part 
of this section not having required any timberivg before 
arching. 

The power used throughout the work for operating drills, 
hoisting-engine and pumps, was compressed air, supplied at 


the east end by a single 16 x 32 in. cylinder Ingersoll engine, | 


at the westend by a double 10 x 16 in. cylinder Rand en- 
gine. At the east end No. 3 Ingersoll drills were used ; at 
the west end, No. 3 Little Giant Rand drills ; four drills in 
each heading, two in the bench. Two hoisting engines were 
used at each end, one at the breast and one for the arching. 
After numerous trials of various explosives, the contractors 
selected and used generaily rackarock in the heading and 
Atlas powder, with 30 per cent. nitro-glycerine, in the bench. 

Electric light was used in the headings to great advantage; 
but in working the bench and enlargement, and in building 
the arch after the heading was through, oil lamps were used 
in preference. Oil torches for common kerosene oil, made by 
the Standard Lighting Co., of Cleveland, O., were found 
more convenient and better adapted in all respects, as soon as 
sufficient draft was obtained through the tunnel. 

Further details are postponed until we present the remainder 
of our engravings. 
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Standard Specifications. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

It will be gratifying if you will permit me to criticise my 
critic. 

In his review of my book of ‘‘Standard Specifications” in 
the Railroad Gazette of Sept. 10, I can see no consistency in 
his saying to his readers, in reference to my work, the follow- 
ing: ‘* There is no attempt to make them [the specifications] 
of general application or utility by showing from what source 
they were compiled ;” and in another sentence: ‘‘ The book 
has, therefore, just that value which would appertain to a 
pretty complete set of specifications prepared by the author 
for actual work and no more. This value is often consider- 
able, and the convenience of having them in book form is 
added.” 

To condemn by stating : ‘‘ The work lacks general appli- 
cation,” aud, on the other hand, to approve by saying: 
‘The book bas just that value which would appertain to a 
pretty complete set of specifications,” leaves those interested 
in a quandary. 

I note his objection to the work being defined as ** stand~ 
ard.” The book is entitled to this definition, as the forms 
have been used in widely diverse sections of the country, with 
but little change to make them applicable. This is especially 
so in the specifications for masonry (his principal objection in 
this connection), originated by the New York Central Rail- 
road in 1873, and used to-day in the construction of a West_ 
ern railroad. JOHN A, YATES. 








A Remedy for Lost Car Annoyances. 


: FAYETTEVILLE, N. C., Sept. 
To THE EpiToR OF THE RAILROAD GAZETTE : 

For some time I have been giving considerable attention to 
the best methods of rendering our car service accounts more 
effective and satisfactory to the companies which we repre- 
sent. Among several other ideas that have received my at- 
tention is the present difficulty of placing tie responsibility of 
detention and loss of cars, which all roads, both small and 
great, have to contend with more or less. 

As a remedy for this evil, I propose the following as being 
the easiest and simplest method, and one which will entail no 
extra expense : Let the agents at junction points sign each 
other’s daily reports of cars received and delivered, as cor~ 
rect. For instance, when A delivers to Ba car belonging to 
either A, B or C, let B certify that A’s report of the same to 
the Car Accountant is correct. This report then becomes a 
valuable paper, completely exonerating A, and requiring B 
either to show delivery of said car to some other road or 
produce the car. 

lam conscious of the fact that some roads already use this 
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| of which I am Car Accountant this is done with most excellent 


| results and the best of feeling; but with many roads such is 
| not the case, and each road has to take its agent’s word. 
| Now, railroad men are not all George Washingtons, and it is 
' much better to be able to produce absolute and satisfactory 
proofs. There is no more reason why cars should not be 
properly accounted for than freight. 

To make the matter plainer, suppose we take an example. 
The A B railroad delivers to the C D railroad at X, EF 
railroad car 560, Sept. 25. The agent of the A B road 
makes out a report of the delivery of this car and the agent 
of the C D road signs it as correct. The Car Accountant 


showing delivery of thiscar. This will exonerate the A B 
road, and the E F road looks at once with certainty to the 


road cannot deny receiving it, or, in other words, send the 
tracer of the EF road home with ‘‘ No record” indorsed 
upon it. 

One can see at a glance that were this system m general 
use, cars would be more promptly handled, and there would 
be very few ‘lost cars.” 

Now I do not wish it understood that lam anenemy of lost 
car agents. There are some roads and lines that will proba- 
bly always find them useful ; but a majority, under this 
system, could easily dispense with their services. To my 
certain knowledge, there are roads to-day that have not 
heard from some of their cars in six or twelve months, prob- 
ably longer, and those roads have lost car agents. This 
shows, conclusively, that there is something ‘‘ rotten in 
Denmark,” and the sooner we improve our system the better. 
Car service is fast becoming recognized as a separate depart- 
ment. There is a future for car accountants, and we should 
be prepared and ready, in every way, to render perfect satis- 
faction to our manager. E. T. B. GLENN, 

Car Accountant Cape Fear & Yadkin Valley Railway. 





The Stampede Pass Tunnel on the Northern Pacific 


A correspondent of the St. Paul Pioneer Press gives the 
following account of the tunnel now under construction 
through the Cascade Mountains in Washington Territory, on 
the Northern Pacific Railroad : 


The present location of Stampede Tunnel was definitely 
decided upon about a year ago. Itisone mile south of the 
pass where the course of Mosquito Creek on the east and 
Camp Creek on the west form depressions in the mountain at 
an elevation of 3,837 ft. When finished, the tunnel will be 
9,850 ft. long, or nearly two miles—the longest in the coun- 
try, except, perhaps, the Heosac. The contract was given to 
Nelson Bennett, Jan. 22, aud he appointed his brother, 8. J. 
Bennett, to superintend the work, and instructed him to pro- 
ceed at once into the mountain with men and material 
to begin operations. Fifteen men composed Bennett’s 
party, which began to climb the mountain on Feb. 5 in 
the face of 10 ft. of snow, and on Feb. 13 the 
first blast echoed through the dense forests of the 
Cascades, and the wild beasts that had held undisputed claim 
for all time prior to that echo stood still in wonder prepara- 
tory to their hasty retreat before the advance of civilization. 
Mosquito Creek, in its course down the mountain, dropped 
directly over the portal of the tunnel, and flumes had to be 
constructed and made fast above the work to divert the 
stream and facilitate the labor. Then four immense boilers 
and engines were dragged up the mountain on skids over a 
road that a single horseman finds difficulty in traveling. 
With these operating improved drills, the addition of more 
and skilled workmen as the weather opened up, the introduc- 
tion of two Ingersoll air compressors, the tunnel is being 
made at the raie of between 11 and 12 ft. per day. The 
rock is blasted every six honrs, and the result loaded 
by gangs of men into cars and drawn out at the rate of 100 
cubic yards per day. Blacksmith. and machine shops have 
been erected in the vicinity of the portal, the compressed air 
pipes being tapped to furnish eushentin at the furnace and 
blacksmith fires. Ina large tank into which the water of 
Mosquito Creek is turned are four receivers, weighing 6,000 
pounds, that yet have to be held at the bottom of the tank by 
braces to prevent their rising to the surface. The air is forced 
into these by the compressors for purification, and conducted 
thence into the tunnel through rubber pipes to the drills, 
which are clamped to large jacks, made of 6 in. iron pipe 
and braced.by the screws of the jack from the upper bench 
of the tunnel to the roof. The drills are operated with an 
average dry-air pressure of 60 pounds. The smoke 
of the blasts is conducted from the tunnel by a 
large wooden flue, 28 by 30 in., braced along one side 
of the tunnel, while along the other a small stream of water 
is conducted from Mosquito Creek falls for the relief of the 
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men and use of the drills. The tunnel is for standard gauge 
track and is 22 ft. high by 1614 ft. wide, with an additional 
excavation of 6 ft. 10 in’ where timber is needed. The road 
is of the basaltic formation, and it is said by Superintendent 
Bennett that 6 ft. per day is considered good headway 
through it. The tunnel is illuminated by electric light, a 
dynamo being swung from the roof on the line of the centre 
as indicated by the engineers at every 200 ft. The engine 
which furnishes the electric light is a small portable Erie, 
and is too small to supply the demand at a much greater dis- 
tance in the tunnel, and so will be replaced by water-power 
from Mosquito Creek falls to a wheel with 162 ft. head. 

The west end plant is similar, except that the water wheel 
will be a 50-ft. head and the compressors are old style Inger- 
soll. Besides the narrow-gauge track upon which the muck 
cacs are run from the tunnel to the dump, another track 15 
ft. wide is laid, upon which isa large elevated platform, 
which is run up to the breasts; the muck cars are run under 
this platform, and so the rock from the upper bench is 
wheeied to and loaded in the cars beneath while the men be- 
low use the same car, which is replaced with an empty as 
fast a loaded one is removed. And thus the work is ex- 

ited. 

At the time of this writing over 12,000 cubic yards of rock 
bave been taken from this mountain cave and dumped into 
the canyon beyond the portal, leaving a dark passage toward 
the west nearly 800 ft. long. Thus. for the two years al- 
lowed the contractor for putting daylight through the heart 
of the mountain, will the day shift contend with those on the 
night turn for the credit of having taken out the greatest 
quantity of rock, until the driller from the east will have 
penetrated the excavation from the west, through which he 
may caution the workmen on the other side to ‘* look out, 
he’s going to shoot.” Meanwhile, the great switchback will 
have been built over the summit of the Cascade Mountains 
through the Stampede Pass, and the merchants and_ officials 
of St. Paul, by invitation of the Northern Pacific Railroad 
Co. will doubtless visit Tacoma-on-the-Sound, and stop on the 
way to see this great work only now begun. 





State and Company Railroad Administration in India. 
When railways were first introduced into India it was 
effected under a system of guaranteed companies. When 
these had been inoperation some time, the staie undertook 
the construction and working. We have, therefore, had ex- 
perience of both methods, extending over considerable periods 
of time. It is not possible in a notice of this kind to consider 
all the relative advantages of both methods. The more 
salient features alone will be adverted to. As regards con- 
struction, it has often beer pointed out, and with considerable 
force, that with the employment of companies the annual 
charge for interest is likely to be bigher per mile of railwa 
made than if the state constructed the lines itself. 
Not only is it said, though, perhaps, not proved, that the 
guaranteed shareholder is innocent of a regard for economy 
in outlay, but also that the ordinary investor must have a 
higher rate than that at which he will lend to government in 
order to induce him to lend toacompany. Again, if the 
guaranteed rate of interest is low, there must be good pros- 
pect of a surplus dividend, or why should the investor prefer 
railway paper, which affords only the ordinary rate for good 
security to government paper. Formerly the rate of interest 
guaranteed on Indian railways was 5 per cent., with half 
share of surplus profits above this. Now we hear of a 
guarantee of 3! per cent. with a quarter of the 
net earnings. A line must earn 4 per cent. before the 
company can get 1 per cent. surplus net profit or 4 per cent. 
altogether. If a line should pay 8 per cent. under the South- 
ern Mahratta terms the shareholder gets 3!5 per cent. ee a 
quarter of 8, or 2 per cent. making 5!, per cent., whereas 
under the old 5 per (cent. guarantee he would get ©!¢ per 
cent. Guaranteed railway investments are, therefore, not 
so paying to the shareholder as they were, and are from this 
cause cheaper to government. At the same time the rate for 
Indian lwans has declined marvelously. Five-and-a-half and 
5 per cent. loans bave disappeared; 4} per cents. will soon 
follow: 4 per cents. have for some time been below par, 
while the last Indian loan has just issued at a rate which re- 
turns the investor only 3!¢ per cent. on his money. 

There seems no good reason to doubt the ability of the govern- 
ment to raise a reasonable amount of money for railway pur- 
poses, without unduly raising the rate of interest. Then it 
may be asked, why pay more to a company, give it all sorts 
of concessions and practically lose command of a concern 
which may either return a good profit to the state or which 
may be worked at a less profit in the interest of the public by 
adopting lower fares and rates? As we know that the home 
government still favors concessions to companies, it appears 
that we must look farther than the question of merely financ- 
ing and constructing the railways for a justification of a pol- 
icy which seems inexpedient and uneconomical to us out here. 
The expedieucy of employing companies as judged of at home 
may arise from a different view of the general policy and the 
lines on which government control can best be carried on; or 
it may be that it is assumed or known that economy in work- 
ing or increased earning, only possible by the agency of com- 
mercial enterprise, more than makes up for any larger 
charge for interest on the capital employed by a commercial 
agency. We may consider first then that the India Office, 
despotic as its constitution seems to make it, does not appear 
at all insensible to the advantages of decentralization in In- 
dia. The actions of the Indian government have shown that 
such a decentralization is precisely what is aimed at 
and desired in respect of many of the affairs appertaining to 
local matters. But while there is this general concordance 
of opinion in regard to decentralization, it cannot but be 
noticed that the gravitation towards the centre is the diffi- 
culty to which we inevitably succumb where the agency 
employed is simply that of thebureau. Authority finds itself 
gradually absorbing more and more power from the thousand 
and one extremities, while the needful information which 
should accompany it to enable the power to be judiciously 
used is left long behind or never arrives at all. 

On the other hand the thousand and one individuals at the 
extremities, who are in direct contact with the work, and 
are naturaily therefore in a position to exercise judgment 
as far as their vision extends, find their opportunities vanish- 
ing while the needful powers are being negotiated through a 
chain of authorities to the one centre. As we know how the 
story that was told at No. 1 got metamorphosed by the time 
it got to the end of the street, we can realize that authority 
at the centre is not seldom fully justified in refusing sanction. 
We may take it for granted, as a rule, that if authority were 
brought to the spot, it would be prompted to put into force 
the precise power which was asked for from a 
distance 99 times out of LOO. If it would not, it must be 
its own fault in selecting inefficient assistants. But as a mat- 
ter of fact, seldom does authority know the assistants or their 
qualifications. There can be no trusting in the matter. The 
assistant can neither be trusted by the authority nor can the 
authority be trusted by the assistant. The most minute in- 
formation must be written down in a way that will not mis- 
lead on every trifling circumstance, and since life is made up 
of an immense number of small occurrences, the labor of 
writing becomes ultimately more than can be done in the 
day’s work. Then things must begin to slide from sheer ina- 
bility to cope with them. It becomes easier to carry 
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out the ordinary rules and reap such advantages as 
come within the range of our sickle and give up 
writing, which is an immense strain. We may save 


ourselves great worry and run fewer risks of incurring 
displeasure from failure to make ourselves understood, — It 
will not be noticed that we have let fall some of the golden 
sheaves if we exert ourselves a little less | We may in time 
fail to observe such trifles at all. We have really to school 
ourselves to these little matters, which grieve us only too 
sadly, if we would continue to work in the swim, It would 
be absurd to refuse such co-operation as we are asked to 
afford in an undertaking because we don’t approve of the 
plan of it, Obviously our loyalty is what our employer has 
a just claim to. But it is as evident that the good man’s loy- 
alty is under such circumstances given at the expeuse of his 
conscience which ever prompts him to show what his employ- 
er’s true interests are in such matters as come under his own 
knowledge. 

Jn commercia! undertakings we know very well that the 
essence of them is made up of trust and personal intercom- 
munication. In place of the torpor from want of power or 
inclination to move, we have the healtby glow of active and 
continuous personal effort from top to bottom. The object is 
clearly defined and therefore all the more easily understood. 
A master looks not only to command his men, but to hold 
them to him by his words and his actions. He must have 
their hearts in the business. They must be encouraged to 
atford their advice in their respective spheres of operations or 
they only half put their shoulders to the wheel. A good 
workman who values his master looks fer the friendly recog- 
nition, if it is only a single word, and the master who 
fails him in this would do a kindness by allowing him 
to leave at once. The workman’s position must be 
unassailable in the yard, and that can only be while be is 
sure of the master. Where are any of these links in the 
bureaucratic cham? They have never yet been forged and 
never will be. The atmosphere is laden with the vapors of 
jealousies; the turnings are not numocred in the many Janes 
leading to the centre; there is a thick darkness as regards the 
motives and designs of the attendants who show the way; we 
knock ourselves against the corners of conflicting interests, 
and look in vain for the friendly hand in support of our fal- 
tering steps. Contrast the position of these two agencies in 
their pa ol with the public. In which can the greatest 
confidence of the public be reposed, and whence is the great- 
est cordiality of co-operation to be expected? From the bureau 
with its tortuous courses, or the company with its business 
conducted on purely commercial principles ¢ Which agency 
is best fitted for treating the ever-varying requirements of 
trade and taking action on the delicate inlications that, care- 
fully followed up, lead to the certainties of profit, a state 
railway manager who can do little without previous sanction 
to be got from a distant centre, or a guaranteed company 
with absolute powers for dealing with the pubiic and minis- 
tering to their daily wants ? A man who works principally to 
suit bis own idea, or acompany that works on the universal 
and well understood principle of commercial enterprise ? 
If zeal is required, a man will not be slow to put this quality 
in motion, but he must be allowed some initiative and his 
actions must not be liable to be misunderstood. He must be 
supported and given some power of appeal as a guarantee for 
his position and as a protection against inefficiency or caprice 
in his superiors. Itmight perhaps be possible to organize 
some working establishments on such a footing so as to se- 
cure these requirements ; in practice it is seldom attained. 
Power of initiative is as restricted as possible, and is 
liable to be misunderstood; so it is not freely entered 
on for fear of displeasure and curtailed promotion. 
Superiors are often widely separated from those they are di- 
recting, while no limit is placed on their power to interfere. 
Money is shown te be saved by dispensing with various in- 
termediate grades for giving support, while outlay may be 
eccnonized, if the initiative is restricted, but this is evidently 
only an accountant’s view of economy, and efficiency is sacri- 
ficed as a whole. Evidently subordinate authority must be 
protected, if we are to bring out its full efficiency and we 
cherish truth and wish it to prevail. 

It is consequentiy a thing of the highest value to have men 
helping us in the general administration here in India whose 
positions for special objects are independent of the bureau, 
and who can assist us with honest opinion and advice, and 
whom we cannot coerce except as far as their contracts en 
able us todoso. We have in the railway companies bodies 
of experienced men who have no object but the welfare of 
the concerns they conduct, and who are able by their con- 
tracts to prevent the eccentricities of some governmeut 
officials from interfering in and marring the efficiency of the 
service. This cannot but be a source of satisfaction to the 
companies and the government itself. 

When the guaranteed companies were first started the 
orders r garding interference with their operations were 
particularly restrictive. Owing to the long periods of de- 
ficits of guaranteed interest which characterized the earlier 
days of our railways, the scrutiny by government officers 
became more severe, till nowadays nothing can be done 
hardly without question, and it is not clear that we have 
not gone too far toward the hard and fast procedure 
of the bureaucratic system, and that profits are not 
less than they might be in consequence. Theoretically 
no government can go wrong. It is to the interest of 
everybody concerned that such a theory should be made 
practicably possible. A government can never be allowed to 
go wrong without disaster to ourselves. To put mistakes out 
of the question, a government must never act without the 
fullest knowledge. But how is the centre of a large admin- 
istration to promptly know everything or issue orders on 
every detail? The effort to convey informatioa becomes 
fruitiess when it is required on sucha gigantic scale, and 
there is risk of mistake. It results that authority is often 
left in ignorance. There isa modicum of safety to subor- 
dinates in silence ; they may hope for immunity by transfer 
before the crash comes. Obviously an administration can 
best be employed, not in doing everything itself, but in 
devising agencies for doing it, subject to general control, and 
allowing an intelligent staff full powers to deal promptly 
with everyday details, leaving such as are of wider scope or 
only recur periodically for the consideration at leisure of 
higher authority. The best agency will not be one which 
has to refer continually for orders, but one which has all 
necessary general instructions and powers for most purposes. 
It should be the business of authority to appomt agents who 
can be trusted, and to support them as long as they are in 
oifice, allowing needful discretionary latitude in working to 
rules so!as to suit them to special circumstances. The agency 
of a regular constituted company offers to Her Majesty’s gov- 
ernment at home a ready means of counteracting the central- 
izing forces always at work in India, and whichare eminently 
prejudicial to railway working, which is simply a mass of 
detail. A constitution must naturally be granted by su- 
preme authority, as distinguished from local authority. 
The railway company’s agreements are such that the staff 
are peers in absolute possession by the Secretary of State 
for looking after certain monopolies deliberately granted, 
and on terms conceded for specified periods. The staff is 
appointed by the company, and the company has full power 
to levy rates and fares between certain fixed limits. The 
simpler the conditious the easier they are understood by the 
public, who have in the first instance to be induced to ad- 
vance their money. 
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In these conditions we can see a masterly way of doing 
business. It brings out the best efforts of all concerned in 
the co operation, any miscarriage can only happen if the 
conditions are infringed; it is to everybody’s inierest that the 
concession should be jealously maintained. Thus by the 
monopoly for a fixed period we get fixity of purpose m the 
management, combined with greatest incentive to develop a 
traffic which will raise the value of the dividend and 
the shares. We can reduce monopolies only by the 
competition afforded by new lines. The management 
is appointed not by the Indian government but by 
the company: the agent is therefore in a position to 
take initiative in detail with confidence. The agent may be 
consulted with profit, but he can only be coerced as far asthe 
terms of the contract admit. On state railways there is no 
limit but that imposed by authority on itself for interference 
with the management, and this limit is naturally constantly 
varying with the knowledge, tact or temper of the authority 
concerned at the moment ; and then again there are so many 
masters, they are changed continually, and nobody knows 
who is to be pleased or what his policy is. 

As regards rates and fares the company can, subject to 
the usual rules regarding any undue preference, etc., do 
pretty much as 1t likes. The power to make rates to suit 
times and occasions, the essence of commercial working, is 
inseparable from the concession which a company requires, 
and it remains to show that this privilege is not only an ad- 
vantage to the company but to the public also. For a line to 
work commercially it must aim at getting its share of the 
prosperity of the moment, and must cheerfully bear part of 
the loss incidental to dullness of trade when that unfortu- 
nately arises. To carry at any time at smaller rates than 
just suffices to admit commodities to the common market 
under competition and to induce a full flow cf traffic on the 
railway is to divert profit unnecessarily from the railway, 
which will be who}ly and gratuitously absorbed by the capital- 
ist financing the movement of the goods. The origin of the 
movement of goods is generally the prospect of profit at the 
market of delivery, and it should be the business of the 
Traffic Manager to ascertain what rate the goods will bear, 
so as to leave the needful margin of profit or remuneration 
to all concerned in the job. To maintain full rates suitable 
to prosperous times when trede has passed or is passing to a 
period of depression is to put competition in the objective 
market out of the question. It is better to have a full traffic 
at diminished rates than a falling off or none at all ; reduc- 
tions must be made. 

Then it becomes a question of how far you can reduce with 
out positive loss, Occasionally it will happen that markets 
fall so much as to render competition impossible at all ; at 
other times a line may bave a full traffic of another commod- 
ity and needs to make no reduction to keep a commodity of 
declining value moving over the line. By a careful adjust- 
ment of rates between the maxima and minima allowed under 
the contracts, soas to suit market prices and general de- 
mand, there arises a compensatory action tending to steady 
the flow of traffic and make the most of it. A too frequent 
alteration of rates of course would not be desirable ; nor are 
the fluctuations in prices usually so sudden or violent as to 
require them. 

If this view be the correct one for working railways com- 
mercially, how could 1t be carried out withouta very efficient 
traffic management to watch trade and frame rates and to 
be furnished with the fullest powers to negotiate and accept 
through rates and dispose promptly of all other traffic and 
commercial matters as they crop up. The State railways do 
not include the grade of Traffic Manager among the staff. 
There are superintendents, and consequently some one else is 
the Traffic Manager, or his powers are distributed between 
many authorities combined or not exercised atali. If the State 
ways had even such an officer it is improbable that he would 
be given constitutional powers like those of a Traffic Man- 
ager under a company which would leave him sufficiently 
free toact. On State railways equal mileage rates are the 
rule. The policy of temporarily raising rates 1s even not 
generally concurred in, though profit which should after 
accrue to the state is by the omission to do so unnecessarily 
made over to the capitalist at the expense of the tax-payer. 

There can be no doubt that more might be made out of our 
railways, both by the system now sketched out,of rates based 
on what the traffic will bear, and also by the extension of the 
system of differential rates, and by a combination of the 
whole of the railways on a simple working plan for effecting 
through traffic at special rates suited to times and occasions. 
Such a plan could easily be arranged. As the system of 
differential rates here advocated has formed the’ subject 
of complaint against the railway companies at home, 


it may be well to refer to it here. Differential 
rates are those which give a lower mileage rate for 
longest distances, and are said to be fixed with 
reference to what the traffic will bear. It has teen alleged 


that the companies in carrying at a lower mileage rate for 
those at a distance than for those nearer the markets are un- 
duly favoring those at a distance. Thusaton of wheat be 
longing to A. which has to travel 100 miles to reach the mar- 
ket aud is carried for 50 pence, would give a mileage rate of 
‘gd. If 66.6 pence was charged to B for his ton of wheat. 
which has to go 200 miles to the market, the mileage rate 
would come out at 14d. aton. A’naturally says if you can 
carry at 14d. a ton to oblige B, why not carry my wheat at 
the same rate? The explanation evidently is that A and B 
will be on an equal footing commercially if they can land 
their ton of wheat, including railway freight and all 
other charges and their own fair profit, at a cost, including 
first purchase of the wheut, which will enable them to com- 
pete in the objective market at equal prices and sell their 
stuff. To carry for A at a lower mileage rate than this, or 
at an equal mileage rate as for B, who is so much further off, 
would be for the railway to voluntarily relinquish to A a 
profit which A had done nothing above what B had to earn, 
and which was not necessary to the transaction. This illus- 
trates what is now causing the agitation at home against 
the differential foreign tariff, which amounts really to a de- 
mand for protection and bounty at the expense of the rail- 
way companies. The lower mileage charges of the ruil- 
way companies, combined with the lower prices generally 
ruling in distant producing districts, enables foreign produce 
to compete with home produce, but not necessarily to exclude 
it. Thefreight can be so arranged as to entirely protect 
the home producer from a competition that depresses home 
prices, Obviously it is to the interest of the companies to 
secure this, as the short traffic pays the highest rates, and the 
only object of reducing is to insure a full flow of traffic over 
the whole of their lines, at the highest rates that can be charged 
in each part. Equal mileage rates tend to restrict the area of 
competition which rules prices in the markets, and this is not 
at all in the interest of the consumer. It is alsoa fact that 
railways can afford to carry through traffic at somewhat 
diminished charges, which is another reason for quoting re- 
duced rates for larger mileages. It is further very evident 
that a railway could not carry so cheaply as it does for A 
near the market, if it could not insure a full traffic over the 
rest of the line. 

On the whole, therefore, we see that a line worked com- 
mercially produces the maximum benefit to all concerned at 
all times, whereas worked on the inelastic state system, the 








maximum benefit is received not by the tasx-payers but by the 
persons financing the large movements of goods, who appro- 








priate the surplus profit arismmg, above what is merely neces- 
sary to admit of transactions, instead of the railway, which 
alone renders the transactions possible at all, getting them. In 
this we can perceive certainly one recommendation to capital- 
ists for state railways over those of companies which finds an 
echo in the chambers of commerce. These can always 
exercise presse in reducing state railroad rates, but seldom 
recommend their being raised in the interest of the tax-payer 
when excessive profits are being earned from the low rates 
of freight. We may then notice the commercial limits which 
should rule the rates of competing railways, and by going 
below which the lines merely throw away their dividends 
individually and collectively, and rapidly kill tke through 
traffic, which can only subsist as long as there is a substantial 
difference in prices to defray freight charges from. 

If the state railway agency is not suited to commercial 
working and we are satisfied that commercial working suits 
all parties, not overlooking the interest of the tax-payers, 
then we may view with equanimity the careful launching of 
more companies by the hue authorities, and it would be a 
good thing to make over those of the state also for the pur- 
pose of working. The rate of guarantee has come down to 
314 per cent., with no want of investors apparently, and on 
good lines the surplus may in time become 2 per cent. in ad- 
dition, while the government sumplus portion would at the 
same moment become 2!¢ per cent. But to attain this we 
must not interfere with the rates and fares between the au- 
thorized margins ; we may be sure the best will be done 
under a commercial system, properly worked, to develop 
traffic while assisting trade in every way. 

The surface argument against guaranteed railway com- 
panies seems to be that the moiety of surplus profits absorbed 
by them is a dead loss to the tax-payer. It has yet to be 
shown that the earnings on state railways would admit of 
such high net profits as if the lines were worked commer- 
cially. On the face of it there is everything against such a 
supposition. The inelastic ratesand policy tend to exclude 
traffic when prices are low. The inability toraise rates when 
prices are high throws surplus revenue, which ought prep- 
erly to go to extinguish an income-tax and a loss by 
exchange, into the hands of a few merchants and traders, 
Without a share of surplus profits railways would 
exbibit no attraction to the money market. Nor would 
any attraction be likely to be increased by the knowledge 
that competing lines are springing up which must very soon 
cause dividends to dwindle. It will soon beccme necessary 
to admit the companies to’monopolies of territorial extensions, 
if the tax payer is to be protected and the shareholders of 
Indian railways are spared from a wholesale depreciation of 
their property from competition of state and other lines in 
which the government itself is an active agent for regulating 
rates.—Indian Railway Service Gazette. 


THE SCRAP HEAP. 


Railroad Young Men's Christian Association, 

The New York Branch now reports a membership of 600 
at the Grand Central Depot and 350 at Thirtieth Street sta- 
tion. The Monthly Reporter, publisbed by the Association, 
says: 

** Plans for active work are being matured by the different 
committees. The Membership Committee has prepared a 
circular inviting men to join, which will be sent to all em- 
ployés here. 

‘“The Committee on Religious Meetings have decided to 
continue the meetings for men only, such as were held with 
such gratifying results during the last winter. The Bible 
Class was re-organized on Thursday, Sept. 9, and will be held 
every Thursday at 12:15, Fifteen minutes will be devoted 
to a Song Service. 

‘* The Committee on Educational Classes hope to be able to 
announce the arrangement of classes on or before Oct. 

“The Library Committee have just issued an edition of 
1,000 copies of the * Catalogue,’ including all supplements, 
and they desire each member to take books for home read- 
ing. 

‘The Committee for Visitation of the Sick have made 
quite a large number of visits this year, and they are pre 
pared to do anything in their power for any man who may 
be sick or injured. * * 

‘*The evening enteriainments will be begun early in 
October witb a grand concert. 

‘Among the lecturers who have already accepted our 
invitation to speak for us are Rev. Henry Baker, D. D., 
subject to be announced. Mr. J. J. Wilson, ‘ An Illustrated 
Talk on Travel.’ Mr. W. R. Davenport, President Erie Car 
Works, subject, ‘Chilled Iron Car Wheels.’ Mr. Elliott F. 
Shepard, ‘ A Talk on the Labor Question.’ Rev. J. 8. Chad- 
wick, D. D., subject, ‘Grumblers and Grumbling.’ Prof. 
Frank Beard, a ‘ Chalk Talk.’ Rev. F. W. Clampett, subject, 
‘ Life of George Stevenson.’” 


Found on the Track. 


While a gang of negroes on a construction train on the 
Mississippi Valley Railroad was repairing the track about 
two miles south of Shelby station a panther came from tke 
woods and attacked a negro laborer, springing upon his 
shoulder. The negro immediately grabbed the panther in 
his arms and gave bim an old-fashioned bear hug, not forget- 
ting at the same time to yell for his life. The panther evi- 
dently became more frightened than the negro, changed bis 
tactics and tried to escape, but the negro was too much for 
him, as he held him until Conductor Caldwell could get his 
gun and come to his assistance, when Caldwell shot the 
panther in the negro’s arms. General Manager J. M. Ed- 
wards came along in his car shortly afterward, took the ani- 
mal aboard and brought it to this city to-night. It measures 
6 ft. from tip to tip and 1s a ferocious specimen.— Vicksburg 
(Miss.) Dispatch. 


A Pass Swindler. 

General Manager Bradford Dunham, of the Baltimore & 
Ohio Railroad, sends us the following memorandum, dated 
Sept. 23: 

** Will you kindly publish the fact that one William H. 
Waltemyer is now in Missouri and Kansas making fraudu- 
lent applications for passes on account of this company. So 
far he has used the name of Mr. David Lee, General Super- 
intendent of the Main Stem Division; and passes have been 
requested for *‘ Capt. O. K. Howard’ and‘ R. W. Willing.’ 

‘** Waltemyer is a man about 42 years of age, 5 ft. 10 in. 
in height, slender build and a promiment nose, and is a very 
plausible taiker. He was previously arrested for using the 
name of our former Master of Transportation, Mr. W. M. 
Clements, and was sent to the Kentucky Penitentiary for 
two years. If apprchended now, this company is willing to 
aid in hisprosecutiov.” 

He Had His Revenge. 

The following story is told of the General Traffic Manager 
of a Southern railroad. Some time ago, as he was returning to 
New York from the South, the train on which he was riding 
stopped at Elizabeth, and among the passengers who boarded 
it was a richly dressed lady, who entered the car in which he 
sat, and anxiously glanced around for a seat. The train was 
crowded, and Mr. O: immediately arose and gave the lady 








| his—the outer half of the—seat, and stood in the isle near by 


When Newark was reached, the gentleman who occupied th 
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other half got out and left the car. The lady at once arose | 
as if to give Mr. O—— his portion of the seat, shook out 
her skirts, seated herself again with her back to the 
aisle, and put her little hand satchel on the other half 
of the seat. By this time many of the passengers 
had become interested in the situation. When the train 
reached that portion of the meadows between Newark and 
Jersey City on which the phosphate works are situated, the 
terrible stench, so familiar to those who habitually travel on 
the Pennsylvania and the Morris & Essex railroads, pene- 
trated the cars. Quick as thought the lady seized her satch- 
al, got a bottle of smelling salts and clasped it to her nose. 
Mr. O—— saw this, and leaning over he said to a couple of 
gentlemen in the seat immediately behind her, ‘* Gentlemen, 
what in the name of heaven has that woman got in that bot- 
tle 7” 

The lady instantly turned and said, ‘* It is not this bottle, 
sir, which smells.” 

Amid the universal laughter he retired to another car, but 
not until he had shot back, ‘‘ Madam, as long as I live Vil 
never forget the smell of that bottle."—Editor’s Drawer, i. 
Harper's Magazine for October. 

Forgot Something. 

On the 12 o’clock train that left New York yesterday a 
lady with two babies, a bird cage and several packages sat 
in the last car. When the train neared Stamford the brake- 
man requested the passengers to go forward to the next car. 
The lady started with the bird cage and her bundles and took 
ther seat. 

After the train started she threw up her arms and ex- 
claimed aloud: 

‘* My babies ! my babies !” 

As she arose in her seat a very indignant brakeman thrust 
them in the door, and there was a general roar of laughter 
from the passengers.—Danbury News. 


A Faithful Watchman. 

A dispatch from New Brunswick, N. J., Sept. 24, says : 
‘* While flagging a train last night, Nicholas Doyle, an aged 
gate-tender on the Pennsylvania Railroad, was struck by 
another train coming in the opposite direction. He died 
from his injuries to-day. Doyle has saved perhaps half a 
dozen lives on the road, and has several times been injured, 
once meeting with nearly fatal injuries while springing in 
front of an express train to rescue a girl from death. This 
was 16 months ago. After his recovery he was givena 
handsome purse by the company and placed in his last posi- 
tion, an easier one. Doyle leaves a wife and five children, 
who will be pensioned by the company, while the employés 
of the road are talking of erecting a monument to the dead 
man. 


He Was Not Moved. 


The illinois Central Railroad Co. bought some land near 
the Wisconsin border on which an Lrishman had a cabin and 
aathree years’ lease, The company gave him $300 for his lease 
und agreed to move his cabin to any place he might desig- 
nate. When the workmen appeared to haul away his cabin 
they asked him where he wanted it placed. ‘‘Ou the banks 
of Lake Killarney, in Ireland,” was the answer. At first he 
was thought to be joking, but he soon convinced the railroad 
company that be was in earnest. He still lives on the com- 
pany’s land and keeps the $300.—Cnicago News, 

Boy Train Wreckers. 

The Boston Evening Record of Sept. 28 says: ‘‘On Sept: 
20 the Record published the facts of a dastardly attempt to 
wreck the 4:30 p. m. Providence express train on the Boston 
& Providence Railroad. It will be remembered that the en- 
gineer and fireman of the train noticed the obstruction and 
stopped the train before it reached the obstacle, which proved 
to be an iron rail, with stones wedged in between the rails. 

“The spot which was at the rounding of a curve nevr Clar- 
endon Hills station, was a bad one to have anaccident occur. 
At the time a colored youth was seen loitering about the 

lace and he was taken in custody. He gave the name of 
Varren Potter, said he was 14 years of age, and his place of 
residence Bostoa. At first he denied all knowledge of the 
affair, but said that he saw six other fellows run away from 
the place where the obstructions were found. This morning 
he was arraigned in the West Roxbury district court, and held 
in $1,500 to await the action of the Suffolk grand jury. He 
has made a confession, and says that there were four com- 
panions with him, but he refuses to teil their names. 

‘** He says that their only reasons for planning the wreck- 
ing of the train was to rob the passengers that would be 
killed, and then he and his rascally companions bad contem- 
plated a trip to the West. It is not known whether the offi- 
cers have any clew as to the identity or whereabouts of the 
other culprits. Potter isa very cool individual for one so 
young.” 

He was Scared. 

When the engine attached to the train from the State Fair 
at Narragansett Park went crashing into the platform in the 
station Friday night, a passenger seated in the Stonington 
train standing on the next track heard the great noise, and 
thinking that the world was coming to an end or that the city 
had been visited by an earthquake, in his fright gavea 
mighty leap and went through the car window, carrying 
with him glass and sash in his flight. He landed safely upon 
the platform uninjured, and, louking about, took in the situa- 
tion at a glance. His courage returned as a railroad official 
asked his name, and he replied: ‘‘ Never mind my name, I'll 
settle for the damages.” and he did.—Providence Journal. 








TECHNICAL. 


Locomotive Building. 
The Brooks Locomotive Works in Dunkirk, N. Y., are busy 
and are turning out two locomotives a week. 

The Baldwin Locomotive Works in Philadelphia are run- 
ning at the rate of 12 or 13 locomotives a week. Among 
recent deliveries was a freight engine with 16 by 24-in. 
cylinders for the extension of the Raleigh & Augusta Air 
Line. 

The Central Vermont management has just closed a con 
tract with the Baldwin Locomotive Works in Philadelphia 
for 8 locomotives—2 passenger engines, 3 moguls and 3 
shifters. Two of the engines are designed for use on the 
Ogdensburg & Lake Champlain road, one on the New Lon- 
don Northern, one on the Central Vermont proper, and three 
on the Canada Atlantic. 

The Car Sbops. 

The Cen;ral Pacific shops in Sacramento, Cal., are building 
200 fruit cars of an improved pattern. 

The Barney & Smith Manufacturing Co. in Dayton, O., has 
recently completed several sleeping cars for the Canadian 
Pacific road. 

The Colorado Coal & Iron Co. will, itis said, shortly add to 
its works at Pueblo, Col., a car-wheel foundry. 

Bridge Notes. 
The Philadelphia Bridge Works of Cofrode & Saylor at 
Pottstown, Pa., are to furnish the iron work for the new Mar- 
ket street bridge over the Schuylkill River in Philadelphia. 

Mr. Grant Wilkins, of Atlanta, Ga., has taken the con- 


tract for an iron highway bridge over Indian Creek at Cov- 
ington, Ga. The bridge will be of 115 ft. span, with a road- 
way 18 ft. wide and a 4-ft. sidewalk. 

The Iron Piling Co. has been incorporated in Chicago with 
a capital stock of $1.200,000. The object of the company is 
to manufacture iron substructures for bridges, elevated rail- 
roads, etc. The incorporators are Phineas Pease, Charles 
FitzSimons and Wm. E. Rollo. 

The new bridge over the Missouri River on the extension 
of the Chicago, Milwaukee & St. Paul to Kansas City will 
consist of four main s s of 400 ft. each. There will be 
2.900 ft. of iron trestle and 1,200 ft. of wooden trestle in the 
east bottoms and 140 ft. of approach on the north bank. Gen. 
Wm. Sooy Smith, of New York and Chicago, has the con- 
tract for the substructure, and the Keystone Bridge Uo., of 
Pittsburgh, is contractor for the superstructure. 


Manufacturing and Business. 


Blackmer & Post report that the requirements of business 
have forced them to run their sewer and culvert pipe works 
in St. Lonis day and night. They have accordingly put in 
an electric light plant of the Edison incandescent pattern 
with 40 burners, and find the result very satisfactory. 

The Tanner & Delaney Engine Co, in Richmond, Va., 
have recently shipped a pole-road locomotive and 6 cars, a 
40-H. P. engine and boiler, and a large saw-mill for the Page 
Lumber Co., near Raleigh, N. C.; a pole-road locomotive 
and cars for J. R. Baldwin, Montgomery, Ala.; a very heavy 
saw-mill and auxiliary attachmentsy consisting of log turner 
and hauler, edger, etc., each for the Union Lumber Co., and 
the Cedar Creek Lumber Co., fof Ala.; two large boilers for 
heating a public building at Nashville, Tenn. ; two large oil 
retorts for Wilmington, N. C.; two large boilers for J. R. 
Johnson & Co., of Kichmond, Va., and a number of small 
engines and boilers to points in Georgia, Florida and Ala- 
bama. The shops are now employing 450 men, the largest 
force ever worked there. 

The Western Iron Works Co, in St. Louis is filling an or- 
der for a number of water-tanks 20 ft. in diameter and 16 
ft. length of stave, with the Pope half-round tongue and 
groove joint, for the St. Louis. Arkansas & Texas road. 

The New York Cable Railroad Construction Co. has been 
organized in New York with $200,000 capital stock, to build 
and equip street railroads to be operated by stationary en- 
gines and cables, The corporators of the company are C, D. 
Ingersoll, D. Frank Lloyd, Henry L. Stork. Cornelius V. 
Sidell, William C. Reddy, J. Creighton Webb, Edmond 
Beardsley, John F. Shelly, and Charles S. Beardsley. 
The Union Switch & Signal Co., of Pittsburgh, has bought 
the old Swissvale Car Works on the Pennsylvania Railroad, 
near Pittsburgh, including 14 acres of Jand and three large 
one-story brick bui'dings. The Union Switch & Signal Co. 
will remodel the old buildings and erect new ones and re- 
move its plant thereto. as the present quarters are entirely 
too small for the rapidly growing business. 

Iron and Steel, 

Katahdin Furnace, at Katahdin, Me., is in blast again, the 
repairs having been completed. 

The Springfield Iron Co. in Springfield, I]., has just added 
to its plant a Long & Allstatter puxch with a capacity 
to punch six holes through 1-in. thick steel splices. This 
makes it possible to punch at one operation splices for the new 
three-tie joints, which many leading railroads are adopting, 
and will make the capacity for punching splice-bars prob- 
ably the largest in the country. 

The Woodward Iron Co, is adding 
at Wheeling, Jefferson County, Ala. 
for use. 

The Lawrence Iron Works at Ironton, O., have been re- 
organized, the Lawrence Iron & Steel Co. being the name of 
the new corporation. 

Henderson Furnace at Sharpsville, Pa., went into blast last 
week, All the Sharpsville furnaces are now running. 

The Youngstown Steel Works in Youngstown, O., have 
shut down, after running a few months. 

Franklin Furnace in Columbus, O., went into blast re- 
cently 

Sarah Furnace near Ironton, O., is in blast and running 
steadily. The fuel used is coke, with a mixture of about one- 
fourth coal from local mines. 


The Rail Market. 


Steel Rails.—The market is steady, with quotations at $34 
per ton at eastern mills for large orders and $34.50@$35 for 
small lots. Some inquiry is reported for light rails, which 
are quoted at $37@$42, according to section. 

Rail Fastenings.—A fair demand is reported, with quota- 
tions steady at 2.40 cents per lb. for spikes in Pittsburgh; 
2.75@3 for track-bolts, and 1.70@1.75 for splice-bars. 

Old Rails.—The demand for old iron rails is more active, 
with fair supply, and quotations are $20@$22 per ton at 
tidewater. Old steel ves are quoted at $21@$23 per ton in 
Pittsbu. gh, 


The Hinkley Locomotive Works. 

The Hinkley Locomotive Works in Boston. which shut down 
during the dull times and low prices, are to be reopened 
under the general management of Mr. W. £. Barrows 
(formerly President of the Willimantic Mill Co., late Assist- 
ant to the President of Pullman’s Palace Car Co., and more 
recently General Manager of the Dickson Manufacturing Co., 
at Scranton, Pa.). After Oct. 1 these works will be prepared 
to execute new orders for locomotives and _ to do repairing of 
all kinds. They will also be prepared to do general machine 
work, and to furnish castings, forgings, boilers, etc., for 
locomotive and other work. 


Sight-Feed Lubricators. 
The Seibert Cylinder Oil Cut Co., of which Mr. Max Nathan, 
of New York, is President, and Mr. Chas. W. Sherburne, 
of Boston, is Treasurer, announces, under date of Sept. 18, 
that, ‘‘ Having this day purchased from the Nathan 
facturing Co. its business in sight-feed Inbricators for rail- 
road use, we have established an office at 94 Liberty street, 


hipe works to its plant 
ey will soon be ready 


ing Co., and heretofore sold by the same.” 
A Locomotive Boiler Explosion. 


described as follows by the Baltimore Sun of Sept. 27: 
‘* The Baltimore & Ohio’s St. Louis aud Chicago Express, 
which left Philadelphia over the new line at 5 p. m. yester- 


County, by which five persons (three trainmeu and two pas- 
sengers) were injured. 


the locomotive. 


The train was composed of a baggage car, 
smoker, coach, two sleepers and a dining car. 


den concussion and an abrupt stoppage of the train. 


anu- 


New York, aud are prepared to furnish all the various styles 
of railroad lubricators made by the said Nathan Manufactur- 


The somewhat unusual accident of the explosion of a loco- 
motive boiler while the train was running at full speed is 


day. and was due at Camden Station at 8:22, met with an 
accident about 8 o’clock near Third street, Canton, Baltimore 


‘The accident was caused by the explosion of the boiler of 


Supper had 
been eaten in the dining car and the passengers had returned 
to their seats when there was a tremendous explosion, a ~ 

e 
boiler exploded backwards and the concussion was caused by 
the momentum of the heavy rear cars. The smoker and the 


tions were telescoped. The passengers were jolted from their 
seats and shaken up with a suddenness that made many of 
them think there had been another earthquake. The women 
screamed and the men bolted for the doors. Some of the 
men had their shins skinned and their hands scratched in the 
scramble, but as they were quickly assured by the officers on 
the train that all the danger was over, they returned to the 
cars to give the same assurance to the people inside, who bad 
not tried to get out. The ladies recovered from their excite- 
ment very soon and proffered their assistance to the 
wounded. 

‘*The passengers in the smoker and coach had the brunt of 
the shock, but with the exception of the persons mentioned 
nobody on the train was hurt bad enough to require partic- 
ular mention. 

The locomotive was blown all to pieces, and its truck 
topped over on another track and blockaded the movements 
of other trains. At the moment of the explosion a shower of 
sparks flew up in one direction and a shower of water in an- 
other. The sparks made a bright light, and in coming down 
resembled the descent of fireworks, The water, descended 
ps the tops of the cars and gave a second fright to many 
of the passengers, 

“The explosion was caused, it was supposed, either by alack 
of sufficient water in the boiler or by defective iron in the boiler. 
The locomotive was known as No, 762, and was of the Woot- 
ten improved pattern, and built by the Baldwin Locomotive 
Works. It had not been in use over a month, and cost about 
$8,000. 

‘When the Sun reporter visited the scene of the wreck 
last night a large force of men, under the direction of Gene- 
ral Manager Dunham, were at work clearing the track The 
locomotive was as completely destroyed as if it had run into 
another engine at the rate of 60 milesan hour. It had fallen 
over to the left. covering the track on which it was running, 
and the east-bound track with the wreckage. The head piece 
of the boiler had been blown out and lay 100 yards down the 
track. To the right of the track were the wheels and trucks 
ef the engine and numerous other pieces of the engine. The 
fire-box was ripped open, and looked like an immense sheet 


of iron slightly curved. The cab of the locomotive 
was nothing more than kindling wood. From the 
general destruction wrought to this immense engine, 


the escape of anybody on it or even in its vicinity 
from instant death appeared little less than a miracle. The 
tender of the Jocomotive was forced to the right, and partly 
crushed between the wreck and the forward end of the bag- 
gagecar. The baggage car had left the front trucks and run 
partly up on to the tender. Back of the baggage car came 
the smoker, the front end of which, while jammed into the 
rear end of the baggage car, did not appear to be much 
damaged. 

‘*The most damage to the smoker, and in fact to any of 
the cars, was at the rear end, The first-class passenger 
coach following had telescoped about five feet into the rear 
end of the smoker, forciug it entirely off the trucks, going 
through the platform and crushing some of the rear seats 
into an indistinguishable mass.” 


The Basic Steel Process. 

As our readers know, for nearly seven years there has been 
litigation pending between Jacob Reese, the inventor of the 
basic steel process, and the Bessemer Steel Co. , limited, which 
has prevented the use of Reese’s invention in the United 
States, owing to an injunction obtaine: by the Bessemer Co. 
In Pittsburgh, Sept. 10, the Master in the case decided that 
the injunction shall be di-solved and the bill be dismissed at 
the cost of the Bessemer Steel Co. It is thought that the lat- 
ter will appeal the case to the Supreme Court, 


Compressed Air Locomotives. 


The Calumet & Hecla Mining Co. in its extensive copper 
mines in the Lake Superior Region, is introducing compressed 
air as motive power for propelling tram cars. Experiments 
are now in progress with several small locomotives, which 
have been built for this purpose, and which, if perfected, will 
do away almost entirely with tramming by man power. 


Steel Ties in Mexico. 

Superintendent Foot, of the Mexican Railway, says that 
20.000 steel ties have been laid between Vera Cruz and 
Mexico since 1883, and 40,000 have been ordered for this 
year, and it is proposed to lay 40,000 to 50,000 yearly here- 
after. He putsin 2,000 per mile, brought from England, 
where they cost about 5 shillings each, and delivered on the 
road not more than $2 in Mexican silver. The wooden ties 
used cost 90 cents to $1.62 each. 

Iron Roofing for Jerusalem. 

The Cincinnati Corrugating Co. in Civcinnati recently made 
a large shipment of its corrugated iron siding to the ancient 
and sacred city of Jerusalem for use there. 


Odd Railroad Gauges. 

H. K. Porter & Co. in Pittsburgh, builders of light locomo- 
tives, say that their books record the construction of iocomo- 
tives for no less than 57 different gauges. Besides all the 
usual gauges this includes a number «f odd ones, such as 
2114 in.. 37 in., ete., ete. It is to be remembered, however, 
that a large number of these engines were for mines, fur- 
naces, mills and logging railroads, where all sorts of consid- 
erations may lead to the adoption of a gauge. A number of 
them also have gone to foreign countries where the metrical 
system is in use, causing a still further variety. 

The most curious reason for the adoption of a gauge which 
has ever come under the writer’s observation was on a little 
road about 214 miles long, which was built tocarry limestone 
from a quarry tothe kilns, This was 34!¢ in. gauge, and 
when the owner was asked the reason for adopting this odd 
gauge, he said that among a lot of old scrap which had come 
into his possession he found three track-gauges, which he 
used in laying the track on his road. The cars were made to 
suit, and when, in course of time, business increased and 
steam was substituted for mules as motive power, the loco- 
motive was ordered to suit the gauge. 


Cleaning Greasy Tracing Cloth. 
Engineering News contains the following suggestions to 
this end : 

“1. Take any clean waste paper, an old newspaper, for ex- 
ample, and after crumpling it in the hands, rub the entire 
surface of the cloth with it; the paper works best when 
crumpled up, and the cloth should not be rubbed to hard. 

“2. Rub the stretched cloth gently with what is called 
‘marble dust,’ to be obtained at any marble sawing yard, 
and brush off all loose dust with a sort cloth. 

‘*3, Use as above ordinary ‘ face powder; such as comesin 
cakes, and is best applied to the tracing cloth by hand. 
Powdered magnesia will also work well. as the principle is 
the same in all of using a material that will absorb greace 
and at the same time slightly reduce the excessive polish of 
the surface of the cloth.” . 

To which we would add, as the best of all methods ordi- 
narily : 

4. Use dull-back tracing cloth, working on the dull sides, 

Or, if for any reason that is objectionable : 











coach being caught between the backward and forward mo- 


5. Put a drop of ox-gall in the ink. 
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EDITORIAL ANNOUNCEMENTS. 











Passes.— All persons connected with this paper are forbic- 
den to ask for under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 


Contributions.—Sub scribers and others will materially 
assist us in ing our news accurate and complete tf 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
tn their management, particulars as to the business of 
railroads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS 0, 
railroad business by men practically acquainted wit 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and ially annual reports, some notice 
of all of which will be published. 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in cur editorial columns OUR OWN opin- 
tons, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their ¢ tions, hinery, supplies, financial schemes, 
etc., to owr readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi 
torially, either for money or in consideration of advertis- 
ing patronage. 











HEAVY BRIDGES AND ECONOMY. 


As the men who buy and use bridges, and not those 
who build them, are really the most concerned in hav- 
ing them strong enough, it perhaps will not be amiss 
to continue our discussion of *‘ Good Practice in Bridge 
Buying” in our issue of Sept. 17, by showing some- 
what more fully, first, why the present practice is 
evil, and secondly, what would be good practice. That 
a clearer understanding of the facts is often effectual 
in causing a change of practice among those who have 
authority to decide about bridges, but who do not 
pretend to understand them technically, was shown 
strikingly ina very large recent contract which we 
might mention, where the load stipulated was in- 
creased almost 20 per cent. on the recommendation of 
an engineer, against a previous decision. 

The all but universal practice up to the present time 
—-with the best engineers and most careful corporations, 
as well as the worst and least careful—has been to 
build bridges to carry a rolling load just a little greater 
than it was expected to be immediately necessary to 
pass over it. This was conspicuously and absurdly 
illustrated in the Niagara Falls cantilever bridge, 
where a structure which was to be used by several 
companies and might be used by as many more, and 
which might be expected, if any could, to be strictly 
first-class and to stand up for all time under a rolling 
load as heavy as there was any immediate possibility 
at least of coming upon it, was specified to be propor- 
tioned for two ordinary Mogul engines and a rolling 
load of only 2,000 lbs. per foot, which latter limit, in 
all probability, is exceeded every day even now. The 
trains which are habitually run on every other trunk 
line in the country but the New York Central would 
be unsafe to pass over the bridge if they chanced to 
be headed by two engines, and except for the fact that 
the consciences of the contractors—under all the cir- 
cumstances—were unequal to the strain of putting up 
the bridge as light as the specisications permitted, would 
be unsafe even for one engine. Actually the floor sys- 
tem was proportioned for Consolidation engines, so 
that, as one account delicately puts it, ‘‘in practice 
and under ordinary circumstances,” 7. e., with any one 
Consolidation, the bridge will be safe for them. In- 
stances without number exist of similar specifications 
for structures on which soon after it was desired to 
carry heavier loads. For example, the Cincinnati 
Southern, which was; peculiarly ‘“‘ an engineers’ road,” 
and the construction of which was as cautiously and 
skillfully conducted as any in the country, set the 
fashion in 1875 of proportioning bridges for a rolling 
load of two Mogul engines and 1,820 Ibs. per foot. 
The road was only opened in 1880, and it came under 
consideration almost immediately to use Consolidation 
engines, which have long since been in use on it, and 
doubtless heavier car loads as well. If not, it will 
only be a matter of a very short time when it will be 
at least desired to exceed it materially. How the 
difficulty as to strength of bridges has been over- 
come, we cannot say. 

What has been the consequence of this very general 
sailing so close to the wind? Simply this, that all over 
the country, bridges that ought to be just beginnin 





their normal life are being taken out by the hundreds 
as too weak. The Pennsylvania Railroad, which is 
one of the last roads one would expect to be at fault 
in the matter, for it defers more than almost any 
other to scientific advice, is taking out its old bridges 
by the dozens and saving itself further trouble in re- 
newivg them by using stone wherever possible ; yet 
there is no question that stone is far more costly 
than an iron bridge which shall certainly be amply 
strong for all possible requirements. Interesting 
testimony to this effect was borne by Mr. Jos. M. Wil- 
son, late Engineer of Bridges and Buildings of the 
Pennsylvania Railroad, whose large experience en- 
titles such an opinion to great weight, in his paper 
from which we have quoted : 

“The great point in favor of stone bridges, and really 
their saving clause, has been their great excess of 
strength. Those who favor stone bridges say: ‘O, yes, 
they cost more money than iron bridges, but they are 
sl much more permanent.’ I say, put the same excess of 
material in your iron bridges, or rather the same excess of 
cost, and you will have a structure much better adapted to 
resist travel, time and the elements than you have in a 
stone bridge. I have never been in favor of stone bridges of 
any size for railroad traffic, particularly in our climate. The 
material , from its brittle, crumbling nature, is very ill adapt- 
ed to resist the action of variable loads, impacts, etc., and 
where a frost can enter, it slowly but surely does its work.” 

The great difficulty, it seems clear, is that the very 
trifling addition which is made to the cost of a bridge 
by making it amply strong has not been understood 
by the bridge-buying public, nor probably in any clear 
way by alarge majority of enginerrs, We hope the fact 
presented in our issue of Sept. 17 will do something 
to make that fact at least clear and generally known. 
But however little it costs to get stronger bridges, it 
costs something, and before it can be expected that 
any large number of railroad men will incur that 
cost, it must be shown not only that it is profitable, 
but that it is on the whole largely profitable. 

For it must be admitted that the investment, how- 
ever small, yields little, if any, direct return for some 
years at least, and compound interest has an unpleas- 
ant way of creeping up; nor are railroad officers 
in general wildly anxious to find investments at com- 
pound interest for surplus funds, however profitable. 
** After us, the deluge ;” a little larger dividends are 
more immediately gratifying to all parties. It is this, 
beyond question, which is the chief obstacle in the 
way of burnettizing ties more generally ; and in many 
details of construction there is, hecause of it, no at- 
tempt at betterments which will only become of prob- 
able utility in the distant future. If we start to-day 
with $1, we shall have at compound interest : 


At 4 Até6 

per cent. per cent 

Attheendof 10 years........... ..... $1. $1.79 
- - | eT emer ree ae 2.19 3.21 
oe - Mb Ge x awactin.Gumicexs aad 3.24 5.74 
- ‘ Pn .. cam akan ceaea each 4.80 10.29 
"= se 50 7.11 18.42 
” ~ 100 = ** os 50.50 339.30 
” - 200 * . .2,550.69 11,513 20 


Beyond these limits we jump into millions at once. 

The practical question for the railroad officer is, 
therefore, ‘‘ Supposing I make this investment, what 
will I make out of the extra strength in my bridges ?” 
—the most direct answer to whichis, that it will'at least 
save the all but certainty that the bridge will have to 
be renewed within a brief period of years as being too 
weak, for that this will be the end of a large majority 
of the bridges under the now usual specifications is 
beyond question. It is only a question of time. 

To answer the above question fully, for all causes, 
we give below a brief table showing the number of 
years that renewal must be postponed before a given 
increase of cost to save the necessity of future renewal 
becomes a losing investment, and the table clearly 
shows that itis unmistakably bad economy, in the 
small structures especially, to run the chance of re- 
newal within less than 50 years at least. 


Table showing the years which a Bridge must outlast to make the 
increase of cost in the first columu a losing investment as re 
spects saving the necessity of renewal, with cost of capital, etc. 


Inc. per| Approximate INTEREST AT 








aes. as cept. in _corresponding bs 
reap weight |inc in permis- 
cust of | a sible rollin | 
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. bridge.|load forspan of 4 per | 6 per | Sper | 10 per 
— | cent. | cent. | cent. | cent. 
50 fr. | 200 ft. | 
P.c. Years. |Years. Years. | Years. 
1.0 2.0 8 3 | 117.4 79.0 59.8 48.3 
£.0 4.0 16 6 48.1 47.2 46.3 454 
4.0 80 4 12 24.0 23.6 23.1 22.7 
6.0 12.0 Le 20 16.0 15.7 154 152 
8.0 16.0 6 4G 12.0 11.8 11.6 114 
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12.0 MEE cane ene 4 8.0 7.9 Ao 7.6 
15.0 Be lecess. 29 6.4 6.3 2 6.1 
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Formula: I (1+ 7)” = 100. 
100 
I 

log (i +r) 

In which J = increase percent. in weight of bridge ; r = rate 

of interest on capital, n = required number of years before the 

additional cost of the extra weight will amount to the cost of a 


log 
Whence iog n = 





100 
= log of log “es — log (1+ r). 


new bridge (or 100), assuming weight and cost to be in direct ratio Mogul 


to each other. 








In computing the table, we have assumed that the 
cost per pound of adding a small per cent., more or 
less, to a bridge is only about half the average cost, 
for reasons we gave in detail in our former article. 
Only the cost of raw material and transportation in- 
creases with the weight. The shop work, administra- 
tion expenses and erection are much the same. It is 
probable that competition would enable companies 
which insisted on the extra weight to get it at about 
that cost. We have then placed opposite the increase 
in weight a rude average from the data already given 
to the corresponding increase in strength, which was 
jntended to be an under rather than an over estimate, 
for two different spans. It will be seen that the gain 
in strength for a g ven increase in weight is much less 
for long spans, as is but natural. The years before 
the extra weight will become a losing investment for 
saving renewal were then determined by the formula 
given below the table. 

If the only gain from the extra strength were to 
save the danger of renewal, the investment might not 
be so tempting, although it could hardly be a losing 
one at the most, but it must be remembered that not 
only is there a good chance that greater strength will 
be needed almost as soon as the bridge is up, but there 
is a constant element of danger. It is not a greatone. 
The number of iron bridge accidents is gratifyingly 
small, and the class of men who design railroad bridges 
are almost invariably skillful men who do not willingly 
take serious changes, and who will not leave behind 
them any especially weak points. Nevertheless, we 
should not forget that the worst accident which ever 
happened in this country was the fall of an iron bridge 
which—whatever its undoubted defects, which are not 
now repeated—had been strong enough to carry a 
heavy traffic for 18 years, and had the last straw laid 
onit by astorm. deavy winds,trains off the track, grad- 
ally increasing flaws, and such like causes are liable to 
happen at any moment to any bridge. Atsuch times 
a very slight margin of strength becomes of immense 
importance—and there is now none. The truth is 
that, with all the attempted exactitude in computing 
bridge strains, vo true exactitude is possible ; in proof 
of which, there is probably nota reputable bridge- 
builder in this country who could be induced by any 
consideration to put up a bridge which he knew would 
be subjected to the rolling loads for which i: is pro- 
portioned with 20 per cent., or even 10 per cent., less 
sections than are usual; and yet nominally the limit 
of elasticity is from 260 to 500 per cent. in excess of 
the actual strains. If 20 per cent. could be suddenly 
taken off the sections of all the iron bridges in the 
United States to-day, we should probably be appalled 
almost weekly by distressing disasters. 

The apparent ample margin of strength, therefore, 
which has no doubt gratified many railroad officers 
as they read over a bridge-builder’s specifications, is 
really utterly delusive ; only the merest fraction of it 
exists. The nominal excess is only a factor of igno- 
rance to allow for the incomputable; such as the effect 
of vibration, not only to increase the strains but to 
deteriorate the material; the dynamic or concussive 
strain which comes on a bridge from its own settle- 
ment in addition to the dead strains resisted ; and the 
effect of the counter of the lecomotive 
to increase strain—a very important element the 
effect of which shown in an_ interesting 
and impressive the diagrams of vibra- 
tion of in our of June 
25, 1886. to these are added the direct 
effect of of of derailed or flat 
wheels, of exceptional or unauthorized loads and of 
the demonstrated fact that iron over-strained or sub- 
jected to much vibration gradually deteriorates, it is 
as certain as anything in the future can be that be- 
sides the loss of millions from renewals of compara- 
tively new bridges which have been made too weak, 
we shall be called upon to regret serious bridge catas- 
trophes .at intervals of five or ten years, the cause for 
which can be directly traced to saving a petty per- 
centage of metal in the beginning. 

To save this danger it is certainly not too much to 
expect that bridge-buyers shall require their bridges 
to be amply strong if there is even areasonable chance 
that they will make money by it as well, and we have 
seen that there is far more than that. 

In respect to the question—what is the most judi- 
cious way of securing such bridges, we showed in our 
issue of Sept. 17 that the engine load and car load 
have now approximated very closely to each other, 
as shown in the following table, which gives the four 
classes of loads for which Mr. Pegram framed his 
general formule : 
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Whether the assumed car load be much or little has 
comparatively little effect on the weight of a bridge, 
and as 3,000 lbs. per foot is now as low as there is any 
reasonable prudence in assuming for some years ahead, 
and as more than two engines together frequently 
pass over a bridge, or have occasion to, there is no 
longer any occasion for perpetuating the distinction 
between engine and car load. <A uniform load per 
foot of something like 3,300 Ibs. will tend both 
to simplicity and good practice. With the separate 
car load should be swept away that—now, at lea:t— 
ridiculous practice of setting up a certain imaginary 
locomotive and tender of maximum weight with im- 
aginary loads on imaginary wheels at imaginary 
distances apart, and then assuming that these are the 
greatest loads and the most disadvantageous distribu- 
tion which will ever come on the bridge. It is far 
more likely to make a bridge entirely safe for all possi- 
ble kinds of wheel-bases which may come upon it, to 
assume a concentrated load at the head of the train, 
without any attempt to space off the wheels and the 
load on each, and the more complex method has been 
enabled to obtain and maintain its footing largely for 
one reason, that it enables the last ounce of materia, 
to be saved while yet holding up to a higher nomina) 
margin of safety for that one particular engine than 
would otherwise be possible with the same amount of 
material. In part, no doubt, it arose from the worthier 
motive of making *‘ each part as strong as the rest,’, 
even if there were some elements of uncertainty ; 
but that this end is not very effectually accom- 
plished is shown in the fact that long ago it was found 
necessary to stipulate two different types of engine 
wheel-bases and the Pennsylvania Railroad has for 
some years stipulated three ; in spite of which liberal 
assortment it has now a lot of engines at Altoona 
which it cannot run over the road because the bridges 
are too weak ; which seems almost in itself a sufficient 
commentary on the merits of the plan. That it tends 
to make the bridges any better isdemonstrably untrue 
but to the bridge manufacturer every surplus pound 
of iron is naturally a source of solicitude, for those 
little differences affect the price paid for the bridge 
but little and the profits enormously. 

In what has been said as to rolling load, we are 
but following the position taken by Mr. George 
H. Pegram in his discussion of Mr. Wilson’s 
Paper, where he shows that the following loading 
gives strains on all members practically equivalent to 
the maximum strains from the three different engine 
wheel-bases, which have to be calculated under the 
Pennsylvania specification : 


C) Ibs. concentrated load. 


a 
2,900 Ibs. per foot. 








These loads are to be combined in such way as to 
give the maximum strains in all parts, but this load- 
ing has already become inadequate to the Pennsyl- 
vania requirements, as we have noted, and may be 
counted on with reasonable certainty to prove too 
light for all roads within twenty years. What precise 
sustitutes should be adopted we will not attempt to 
say, but certainly 3,300 lbs. and 30,000 lbs. would be 
none too heavy to give railroads what they ought to 
want and can have for a most trifling increase of cost 
and very often at none at all—a bridge which will be 
absolutely safe against deterioration under any loads 
which they can wish to throw upon it for 30 or 40 
years at least. 





VARYING PERCENTACES IN POOLS. 
Whenever the traffic from a number of places in an 
extended territory is put into a single pool, or al 
kinds of traffic from a single place, it is almost 





inevitable that at times the traffic will go to 
the different lines in very different proportions 


from the percentages agreed upon or awarded, 
though these latter may be based on the traftic actually 
carried for a long period, and though there may have 
been no change whatever in the facilities of 
the roads or their popularity—though each road 
holds all its fold shippers and the new ones 
are distributed in the former proportions. While 
two roads may, on the average, have the same amount 
of traffic from a common point ora great territory 
from which both carry, it is never the case that they 
have the same amount at all places and of all kinds of 
freight. Taking the trunk liue east-bound traffic, for 
instance, we find that a business is divided which 
orizinates over the whole immense territory west of 
Buffalo and Pittsburgh. One line gets, say, a fourth 
of the whole, having carried something like that 
for a number of years. But of course the New York 
Central has never carried a fourth—or any part worth 
mentioning—of the freight which originates at 
way stations on the Pennsylvania’s vast system of 


lines west of Pittsburgh, nor does the Pennsylvania 
have such a share of that coming from similar 
places on the Michigan Central and the Lake 
Shore, all of which, if it goes further east than 
Buffalo or Pittsburgh. is included in the trunk-line 
pool, And when we come to the great Western 
traffic centres, from which the larger part of 
the through traffic comes, althongh every line gets 
some traffic from every place, the shipments of differ- 
ent places are very differently distributed. The trunk- 
line railroad which commands 15 per cent. of the 
Chicago shipments may get but 5 per cent. of the St. 
Louis shipments, and one which ordinarily gets but 8 
or 10 per cent. of the Chicago shipments may get 30 
or 40 per cent. of the Cincinnati shipments. We 
should expect the Pennsylvania to get very little from 
Detroit, and the Grand Trunk about as little from 
Columbus or Cincinnati. 

Now, the traffic of these places does not always in- 
crease and decrease alike. In one year or at one sea- 
son Chicago may ship ten times as much as St. Louis ; 
at another, only five times as much. Thus two rail- 
roads, while all the time taking the same percentages 
from the different places, will have varying percen- 
tages of the aggregate traffic from all the places. 

To make a simple case for illustration : suppose two 
places, A and B, whose average shipments are 100,000 
tons each, to be served by two railroads, one of which 
gets on the average 75 per cent. of the A shipments 
and 25 per cent. of the B shipments, while the other 
gets 75 per cent. of the B and 25 of the A shipments so 
that either, on the average, gets as much as the other. 
They agree to divide the aggregate business of the two 
places equally. In some year when the crops fail in 
one locality and are bountiful in another, A has but 
50.000 tons to ship, while B has 150,000. The 
shipments from each place go to the two 
roads in the same proportions as before, so that one 
gets 75 per cent. of 150,000 = 112,500, and 25 per cent, 
of 50,000 = 12,500, or 125,000 in all, while the other gets 
75 per cent. of 50,000 = 37,500 and 25 per cent. of 
150,000 = 37,500, or only 75,000 tons in all, and has to 
be paid for 25,000 tons by its associate. 

Several times there has been a failure of the spring 
wheat crop when the winter wheat crop was good, and 
vice versa, When there is plenty of winter wheat to 
ship, and not much spring wheat, then those trunk lines 
whose connections are most complete in the southern 
half or,two-thirds of Ohio, Indiana and Illinois are likely 
to havea great deal of wheat to carry, especially in 
July and August, while the lines which have a smaller 
share of the traffic there and a larger one further north 
may be carrying very little. Just the contrary is true 
when the spring wheat crop is heavy and the winter 
wheat crop light, the heavy movement coming, how- 
ever, in the fall months instead of July and August. 

But this is not all. It is commonly the case that 
onerailro ad carries a much larger share of one kind 
of freight than of another from the same place. At 
Chicago a few lines carry a very much larger propor- 
tion of the provisions than cf the grain shipments, 
and some lives carry a great deal of flour and little 
grain. A changein the quantities of one of these, 
when there is no change in the others, must change 
the percentages of the total shipments carried by the 
different roads. This year, for instance, especially 
since navigation opened, the shipments of grain by 
rail from Chicago have been extraordivarily small, 
but the flour and provision shipments have been well 
maintained. This tends to give the lines which are 
the chief flour and provision carriers a decidedly 
larger share of the total shipments than they have bad 
on the average heretofore, or are likely to have here- 
after, when rail grain shipments are resumed. 

By making an great number of little pools, this effect 
could be prevented ; but if the pools are reasonably 
permanent and effective, and the percentages near to 
the actual averages of a series of years, it is better 
not to prevent it. The road short at one season or in 
one year only receives what it will pay out when the 
conditions are reversed, as they are sure to be some 
time, and the general effect is that the co-operating 
roads provide a system of mutual insurance against 
certain inevitable temporary vicissitudes of traffic. 

Doubtless those who for reasons such as the above 
are ‘‘ over” in their percentages, and have considerable 
balances to pay, would find more consolation in this 
view of the matter if they felt assured of the perma- 
nence of the agreement by which they are required 
to pay now. Doubtless they are benefited to the ex- 
tent of many times the amounts of their pay 
ments by the better maintenance of rates, but 
they sometimes get impatient because they do the 
paying while others as well as themselves get the 
benefit of the better rates. But unless all busi 
‘ness and the business of all places grows alike, 
percentages carried must vary, and those who carry 








more than their share now are simply those whom 
the fluctuations in traffic have favored first—that is, if 
their shares are proper ones. And the result of no one 
season can prove that they are uct fair, unless it isan 
average season for all traffic and all places. Some 
one line is sure to be ahead every year. 





Trunk Line Shipments to the West in August. 


Trunk line through shipments west for the month 
of August, including all from New York, Boston, a 
large number of interior New England points, Phila- 
delphia and Baltimore, have been in August for seven 
years : 


1880. 1881. 1882. 1883 1884. 1885. 1886. 
172,086 219,092 208,166 192.529 179 18L 186,589 183,859 


Thus the shipments this year were slightly less than 
last year, and considerably Jess than in any other year 
except 1880 and 1884. Last year the rates were about 
45 per cent. less than this year, and forthe railroads to 
have carried as muchas then indicates decidedly larger 
total shipments, as with the higher rates much more 
goes by canal and considerably (from New York) by 
the indirect routes (via New London and the Chesa- 
peake & Ohio, and by the Lehigh Valley)—more than 
one-tenth of the New York shipments sometimes going 
by these routes when the other lines maintain rates and 
circumstances are otherwise favorable to them, while 
very much more goes by canal. 

But while the comparison with last year is suffi- 
ciently favorable, it is noticeable that, taking the whole 
period, there had not been any growth in this traffic. 
In 1882 or 1883, when rates were maintained, tbe ship- 
ments were much larger than they were this year, 
In 1881, the shipments were greatly stimulated by a 
reduction of about 30 per cent in the rates made 
Aug. 6. 

That there was considerable traffic diverted from 
the canal last year that has gone back 10 it this year 
is indicated by the fact that while there was a de- 
crease of 52 per cent. in the trunk-line shipments from 
New York, there was an increase of 7 per cent. in 
those from Boston, Philadelphia and Baltimore. The 
New York shipments by all routes probably increased 
as much as those of the other cities. 

The August shipments are usually much larger than 
the July shipments, and tiis year the excess in August 
over July was much larger than last year, and also 
larger than in 1884, but less than in previous years. 
The merchants’ statements as to improvement in busi- 
ness are likely to be much affected by the change from 
one month to another, so that a gain of 20 per cent. 
from July to August would be called a great improve- 
ment in business, though the August shipments were 
less than in previous years. Now the shipments in 
July and August, and the increase in August over the 
previous July, have been, in tons : 

-—-More in Aug.-— 
P.e 





Years. July. August, Tons, 

er 147,289 172.1 86 24.797 17.0 
1881 ees 219,093 70.632 47.5 
ree 143,507 208, 166 64,859 45.3 
DE és atace .. oveeba 156.850 192.529 35,679 22,7 
1884..... 59, 179.181 19,700 12.3 
1885 ... fe 186,580 13,205 76 
1886 157,675 183,859 26,184 16.6 


In 1880, when trade was very good the entire year, 
the increase in August over July was very much like 
whatit has been this year; but in the next two years 
it was very much greater. 

For the eight months ending with August these 
through trunk-line shipments westward have been for 
seven years, in tons : 








Year. Tons, Year, Tons. 
DE kencesdseae &: aan 1,260 391 | 1884...........-...... 1,328,766 
SE ngueene b000cene00 1,297.568 | 1885....... ua. Oa 154 
Sr . .. 1,663.483 |; 1886.... . 1,257,334 
BP v0 00000: 45s000b0e> Oe 338 | 


Thus the shipments this year were 5 per cent. less 
than last year and less than in any other year of the 
seven, though they were largely exceeded only in 1882, 
The comparison with last year is very favorable con- 
sidering the great difference in rates, but what we 
said above of the August shipments is emphat- 
ically true of these: they do not increase. In fact, 
with the exception of 1882 they have been remarkably 
uniform. But the country has not stopped growing. 
There are now about one-fifth more people in the coun- 
try than there were in 1880, and the rate of increase 
in the country to which these trunk line shipments 
go, namely, west of their western termini—Buffalo, 
PittsLurgh, etc.—has been greater than farther east. 
Yet it apparently takes no more goods from the sea- 
board cities than 1t did five years ago. It must con- 
sume more, and we are forced to the conclusion that 
it is getting a rauch larger share of its supplies (chiefly 
manufactured goods) from interior points in this coun- 
try, just as it has been marketing a larger part of Its 
produce at these interior pvints, as we shall show 
hereafter in discussing the course of the national 
export trade. 

The earnings from the through trunk shipments west- 
ward in August must have been about 70 per cent. more 
this year than last, and were exceeded only in 1882 and 
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1883; but for the eight months the earnings must have 


The ‘‘ other persons ” 


been larger in every year except 1882 and last year, the | chiefly passengers, but under this head are included also those 
rates having been as high as this year in seven months who may be called unauthorized passengers, generally de- 


of the eight in 1881. This year the gross earnings of 
tbe eastern trunk lines for carrying this freight must 
have been something like $4,700,000 ; last year, not | 
more than $3,075,000. 

The September shipments have certainly been much | 
less this year than last, but they have been quite 
satisfactory nevertheiess. Last year they were ex- 
traordinarily large, the result of a decided revival of 
trade and the knowledge that the very low rates 
would be advanced after the close of the month. 
Rates, apparently, are quite well maintained. 








August Accidents. 


Our record of train accidents in August, given on an- 
other page, contains brief accounts of 52 collisions, 49 derail- 
ments and 14 other accidents ; a total of 115 accidents, in 
which 31 persons were killed and 117 injured. 

As compared with August, 1885, there was an increase of 
accidents,but a decrease of 6 in the number of persons 
killed, and of 55 in the number injured. 

These accidents may be classed as to their nature and 
causes as follows : 


28 












COLLISIONS: 
Rea ChR ithe Cah baateeck heaes s350:sekos ceeded caeae-d'nee 33 
MEG esbaee eV Mae Ta WEN NOL ancaacdecseed “Ona ventndeeits 13 
Nii Sakasi ae) any) mrtda ceed wee datnnsandancsadioulcsaise 6 
— & 
DERAILMENTS: 
NE a ik 6 See uta) Adnes'e igildy oe cieeA Rama ewawe 3 
adi Gna hp oharsites 4:46) 4: n6) ie: xpeoedaceaes 1 
III cvdincnesccceven dericscs v0scsceceses: eee 1 
eh Crk dhivintn end is coene’ 6 ebaderne : 2 
I NE Cie cade vececuctessecceccecheoesseve Scene 4 
Broken wheel................ dukes % 5 
I oie ciptiseen, 2400 ctacwepese 5 
broken truck ........ .. 1 
ROCTAPRIRY GOB TTROUNOD aia oon c cicicccctes csceseccenteesecs 4 
EEE cc cUGCsGUaceaktacduhh ecnhe esewasinacitens % 
EE SEatAKatt As SHRP REN ROME ACERS Uh es0de5 Ss conrndoney L 
IN CPU debi sage teal en ns Vadcatat variednaoaue sandaund 3 
EY Daan naa Gacceas sae bhhatscheesten ~veSene'se 3 
IIR ss sinding, nde. obtuse ssiaseevesetécisenssce@ tesa 3 
Rail removed for repairs 1 
Malicious obstruction.... 1 
Purposely misplaced switch 3 
eS Brrr 5 
— 49 
OTHER ACCIDENTS: 
Boiler explosions 4 
Fine COURDSED.... .occcccccsce «oe 2 
Broken parallel rod 4 
eae re a cee ic keey Sead aad Saeed er Neeeae 1 
ee CAML eet onic, Hak, ahabienedscasdsmeia 1 
Bridge-beam falling on track........... 66. eee. ee eee l 
CAP DUTHOR WES PROTING ow. occcices. ccccccecsccccccccccce 1 
— 14 
Total number of accidents. ...............ceseee cee oe 115 


Nine collisions were caused by trains breaking in two; four by 
misplaced switches ; three by mistakes in orders or failure to 
obey them; two by failure to use signals ,and one by a car left 
on the main track for convenience in loading. It is probable 
that several more should be charged to failure to use signals. 

One of the broken bridges was a composite truss bridge of 
wood and iron, built for a narrow gauge road which was 
originally equipped with very light rolling stock. It seems 
probable that its failure was due to continued overstraining 
by the use of engines and cars very much heavier than those 
contemplated when the road was built. It is not unlikely 
that the same condition of affairs may be found on other 
narrow-gauge roads, and this case may serve as a warning. 

A general classification of these accidents is made as 
follows : 


Collisions. paeameante, Other. Total. 

Defects of road .. ......... IL re 1l 
Defects of equipment. ... . 9 il 12 32 
Negligence in operating..... 42 4 ne 46 
nforeseen obstructions.... 1 14 2 17 
Maliciously caused..... .... we 4 4+ 
Unexplained .... ........... “% 5 5 
TNE eins. 4 ada es: KS cde 52 49 14 115 


Negligence in operating is thus charged with 40 per cent. 
of the total number of accidents ; defects of equipment with 
27.8 and defects of road with 9.6 per cent. 

A division according to classes of trains and accidents is as 
follows : 


Accidents: Collisions. Derailments. Other. Total. 
To passenger trains....... 18 7 33 
To a pass. and a freight..... 14 no Pa 14 
To freight trains.... ...... ‘ 31 7 68 

Oe ened 52 49 14 115 


This shows accidents to a total of 167 trains, of which 55 
(32.9 per cent.) were passenger trains and 112 (67.1 per 
cent.) were freight trains. 

Of the «otal number of accidents 63 are recorded as hap- 
pening in daylight and 52 at night. This is an unusually 
large proportion of night accidents. 

The number of casualties resulting from the different 
classes of accidents was as follows : 


Killed Injured. Total. 

i NR os omenccnase <a eee 32 47 
In 49 derailments. ................... 7 67 74 
In 14 other aecidents.............-. -. 9 18 27 
Total, 115 accidents... . 31 117 148 


Twenty accidents in all—10 collisions, 6 derailments and 
4 other accidents—caused the death of one or more persons 
each; 30 in all—9 collisions, 17 derailments and 4 other ac- 
cidents—caused injury, but not death. This leaves 65 acci- 
ents—33 collisions, 26 derailments and 6 others—being 56.9 
per cent. of the whole number, in which there was no injury 
to persons serious enough for record. 

The killed and injured persons were divided as follows : 





Killed. Injured. Total. 

Employ és.. 25 57 82 
Other persons... 6 60 66 
TCA IO 3u ‘17 148 

Per cont. ut | eee ee 80.6 48.7 55.4 


| 


| 
| 
| 





scribed in letters and dispatches as ‘‘ tramps stealing a ride.’ 
This class seems to have been unusually numerous last month 
| They generally assume considerable risk in getting on trains. 
and suffer in corresponding proportion in accidents. 

Perhaps_the most marked feature of the month’s record is 
the large number of collisions. From these several striking 
examples of careless management might be selected, some 
of which have already been commented on at someflength in 
our columns. 

Avother feature of the month was the remarkable number 
of boiler explosions. These accidents are most frequent in 
the winter months, and are not numerous at any time, and 
to have four of them recorded in one month is very unusual, 
if not unprecedented. 

Earthquake appears in our record as a cause of accident 
for the first time—and possibly for the last also. In view 
of all the circumstances, it is, perhaps, singular that only 
three accidevts from that cause are recorded, especially as, 
from their strangeness, all such accidents would surely be 
noted and reported at once. 

For the year ending with August the record is as follows : 








Accidents. Killed. Injured. 

IE , onic ase Gan dbiacd5btS eewOks 91 25 98 
ert as.eckinteune oon: conekieuenns 123 3L 134 
Msc ccccckutectsavecces oo Sheds 96 19 118 
ee ae er ree 74 31 153 
94 40 90 

93 21 157 

81 49 131 

36 23 i05 

23 170 

33 86 

23 88 

3 117 

tects sa Galan Vai Soe tegen lw 354 1,447 

Total, same months, 1884-85 327 1.610 
1883-84 411 1,942 

1882-83 466 1,754 


The yearly average for the four years was 1,331 accidents, 
390 killed and 1,688 hurt The monthly average for last year 
was 91 accidents, 30 killed and 121 injured. 

The averages per day for the month were 3.71 accidents 
1.00 killed and 3.77 hurt; for the year they 3.01 
accidents, 0.97 killed and 3.96 injured. 

The average casualties per accident were, pee the a 

0.270 killed and 1.017 hurt; for the year, 0.323 kill and 
1.319 injured. 

The month was thus considerably above the average of t!:o 
year in number of accidents; close to it in the number killed | 
and somewhat below in the number injured. 


were 








Erie Earnings in August. 





The most noticeable feature in the August report of the 
New York, Lake Erie & Western Company is the large in- 
crease in working expenses, which were the largest in any 
month since December, 1883. The gross earnings were the 
largest since September, 1884, but the whole increase in 
working expenses cannot be due to larger traffic, and is prob- 
ably because of larger expenditures than usual for renewals, 
which is a good sign altogether. 

For nine successive years the gross and net earnings and 












working expenses of the Erie proper in August have been : 
Gross Net 
earnings. Expenses. earnings. 
BPE a ec aaccesicnseasessiwe $1,445,929 $876.125 $569,803 
BE Sapishenn es Sanraewe 1,450,223 858.986 591,237 
BGass. sennaeh enue (one 1,606,872 957,685 649.187 
1881 1,772,895 < 4 a 677 371 
PR ccccsss cnccvcssess 1,843,144 09% 748.077 
Lo ee 2.068.464 1'099:9433 968,521 
BOOB: ccsese saatase) ene 534.427 913.193 = = 
NGA ae eka ~onipatecnan mak 1,437,348 909,390 i 95 
1886. 1,659,119 1,101,421 557, 698 


Thus the gross earnings were exceeded only in the three 
years from 1881 to 1883, but the working expenses being 
larger than ever before in August, the net earnings were 
less this year than in any other except last year. Compared 
with last year the increases are: 





Gross earn. Expenses. Net earn. 

Amount $221,771 $192,031 $29 740 
Per cent 15 21.1 5.6 
The gain in gross earnings was the smallest since April, 


but only $66,000 less than in July, while the gain in net earn 
ings was $144,000 less than in July. 

Meanwhile the results on the leased New York, Pennsy.l 
vania & Ohio road in August since the lease have been : 

















1883. 1884. 1885. 1886. 
Gross earnings.. ........ $754.253 $480,568 $441.331 $577,317 
Expenses. .. ... ........ 380,948 307.845 324,464 377,181 
Net porecee.. , $373,305 $172,723 $116,867 $200,136 
Mic <d «2 t8acces . 241,.76L 153,781 141,221 184.742 
Profit... ..$131,544 $18,942 $15,394 
SN Sccacccasknackaee EBkeeeee sale 3 $24, 3! 54 


The gross earnings this year were , the largest since » 1883, 
when an unnaturally large business was done over this line, 
and so were the net earnings, but the rental very nearly 
equalled the latter. Compared with last year the increases 


are : 

Gross earn. Expenses. Net earn. 
| SCT Oren Tre $135,936 $52.717 $83,269 
Per cent...... 30.8 16.3 71.3 


The rate of gain in gross iain is twice as great as on 
the Erie proper, in expenses less, and in net earnings 12 
times as great. 


Adding the profit and subtracting the loss on this lease, we 
have net to the Erie — both roads : 

1883. 188 1885. 1286. 
$1,100,065 $640 176 $503,604 $573,' 92 


which are to be compared with the net earnings of the Erie 
proper in previous years, leaving them less this year than in 
any other except last year and in 1878, but 14 per cent, 
more than last year. 

For the 11 months of the company’s fiscal year ending 


! 
killed and injured were, of course, 





with August, the earnings and expenses of the Erie proper 





have been: 

Gross earnings. Expenses. Net earn. 
I Pere eT $14,306.707 $i0,777.429 $4,528,420 
Saas 14.449,426 11,411,043 4,205. 222 
1879-80 16.906,69 L 11.799 943 6.291 065 


18,98 1.406 13,357,281 


6, 2k 693 





18,L95 559 13.243 641 

18,469,528 12,435,962 

15,886,238 11,182,965 

‘pe eererrme: 9.775.100 
1885-86... 16,479,412 10,790,960 





The gross earnings for the 11 months were exceeded i in each 
of the four years from 1880 to 1883, the working expenses 
in every year except last year and 1877-78, and the net 


earnings in the same four years as the gross earnings. Com- 
pared with last year the increases are : 

Gross earn Expenses. Net earn. 
CE Cee eae $2,494.332 $1,015,860 $1,478 572 
Per cent.. 17.8 10.4 35 1 


The lensed New York, Pennsylvania & Ohio road yielded 
for the 11 months : 











1885-84. 1884-85. 1885-86. 
Gross earnings.. . . $5,362,591 $4,579,159 $5.559.940 
Expenses ....... 3,951,414 3,314,203 3,687,091 
Net  pane-omte . $1,403.177 $1 ‘872, 849 
Rental. 1.715.829 1,779,181 
PIO chevaccd siaonisteveuns <iesteess eeeniie $93,668 
eS ee ae $312,652 S200, S7B,  vsnscssies 


In the four months of the lease, May to August, 1883, there 
was a profit of $286,686 from this road. Compared with 
last year there is an increase of 21.4 per cent. in gross and of 
48 per cent. in net earnings. The net earnings of the Erie 


proper, together with the loss or profit on this leased road | 
make the net to the Erie from both roads: 

1882-53. 1883-84 1884-85. 1885 86 
$6,320,252 $4,390,681 $4.609.606 $5,782,120 


which are to be compared with the net earnings of the 
Erie proper in previous years. The gain over last year i 
$1,772,514, or 44 per cent., and $395,521 more than ths 
company’s deficit last year, and falling but little below the 
net in 1882 and 1883—truly a remarkable recovery. 

A considerable gain in September is possible. Traffic was 
heavy last year in that month, but through rates were at 
their lowest, and the Erie’s earnings were much smaller than 
usual in that month; and its net earnings $230,000 less than 
in 1884, $370,006 less than in 1883, and $195,000 less than 
in 1882. Unless expens2s should increase more than usual 
a gain of $200,000 in net is possible, which would make 
the gain for the whole year nearly $2,000,000, which a 
year ago seemed impossible. 








Locomotive, Car and Rail Exports. 


The exports of locomotives and cars 
States for the last 11 years have been : 


from the United 














Year to - Cars. — --Locomotives.—, 
June 30. No. Value. No. Value. 
1876 we 443 — 439 44 $561,559 
BE: Dicdecacanieas 599 8.997 53 568. a4 
oe eee 657 2,840 98 
1879 361 393 73 
eee 1,376 583.723 60 
Perr 1,0LL 544 041 99 325 
L882 2,663 1.893,059 133 1,455,717 
Se ae 3,584 1,900.903 219 2,219.081 
Coty CEO 1.444.039 222 2,819,946 
88: 563 369, 85 
3 867 587. 52 





After 1876 great efforts were made to sell our loc cmativen 
and cars abroad, and it was to these probably that the 
larger exports in 1878 and 1879 were due. Then the home 
demand became such as to make it difficult for our works to 
supply any for export ; then the supply of the Mexican rail- 
roads caused very much larger exports than ever before 
in the three years from 1882 to 1884. Since that time 
the exports have fallen nearly to the figures of the earliest 
years, the chief car exports being to Canada, probably. These 
exports, nevertheless, make a tolerable figure compared with 
our exports of similar manufactures. Sewing machines and 
scales alone greatly exceed locomotives in value last year, 
in what may be called machinery. 

Street cars are not included above, and they with carriager 
amounted to more than twice as much as cars for steam rail- 
roads, namely, to $1,340,198. The exports, it is true, are 
a very small part of the production, for our railroads in the 
last year reported added 1,350 to their stock of locomotives; 
and 7,240 to their stock of cars, besides renewals. 

Car wheels form a not insignificant article of export, 10, 
612, valued at $86,610 going out last year. The number 
was exceeded in each of the five years from 1880 to 1884, 
and for seven years the exports of car wheels have been : 
Year to June 30. 


——_—_——=_ me) 
1880. 1881. 1882. 1883. 1884. 1885. 1886. 
10,864 11,697 12,319 17,314 14,335 10,533 10,612 


As Canada and Mexico use cast-iron car wheels chiefly and 
we are the only exporters of them, it might seem that our 
exports should be larger. Cast-iron car wheels are made in 
Canada, however, and Mexican railroads have not worn out 
many of those which came under their first cars. 

A few rails are exported, and indeed not very many less 
than have been imported recently, tons and values having 
been: 











Year. Tons. Value. | Year. Tons. Vi alue. 

1876-77....... 5.289 $243,811 | 1881-82.. 3,351 220,069 
1877-78...... 8.23 324,896 | 1882-83... 1,291 "87 276 
1878-79..... 6.293 233,514 , 1883-84....... 3.354 150 829 
1879-80.... .. 1,0 8 47.490 | 1884-85.. 7.956 248,685 
188U-81....... 1,031 54,322 | 1885-86...... 3,969 170,112 


These are an altogether insignificant fraction of our total 
rail production, of course, but for two or three years our 
rail imports have been also, namely, 49,831 tons in 1883-84, 
11,625 in 1884- 85, and 13,993 in 1885-86. 











Duluth made a further great increase in wheat receipts in 
the week to Sept. 18, when the arrivals were 1,652,429 
bushels, against 1,169,906 the week before, when they were 
greater than ever before. These were nearly one-half the 
total wheat receipts at the eight Northwestern markets, and 
more than those of Chicago, Milwaukee, St. Louis an 
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Toledo together, and larger than any other market has re- 
ceived in any one week of this year, the nearest approach to 
it being 1,371,746 bushels received at St. Louis in the week 
to July 24. In the four weeks ending Sept. 18 this 
year, Duluth has received 4,397,787 bushels of wheat, 
which is more than its receipts for the whole year 
in any year previous to 1883, and about equal to 
the Chicago wheat receipts for the last six weeks, 
and to the Milwaukee receipts for the 25 weeks since 
March last. Milwaukee has often had larger wheat 
receipts than any other market, and it receives only spring 
wheat, unlike Chicago, which receives both winter and 
spring. Evidently Duluth has become the great spring wheat 
market, and apparently it is receiving from the country far 
south of it as well as from that directly west of it, which 
latter was formerly almost its sole source of supply. Wis- 
consin, lowa and Nebraska produce more wheat than Min" 
nesota and Dakota, but it has not appeared at Milwaukee and 
Chicago, formerly almost the sole markets for it, in quanti” 
ties approaching those now going to Duluth. The largest re- 
ceipts of the two together in any ore week since harvest have 
been less than 750,000 bushels, and a good deal of this must 
have been winter wheat, from a territory further south. 








The report of the earnings and expenses of the six railroads 
included in the ‘*‘ Atlantic system” of the Southern Pacific 
Company for the seven months ending with July, is interest- 
ing, because it gives data for a part of the country where few 
lines report monthly earnings, and still fewer net earnings, the 
lines being between New Orleans on the east, and El Paso 
on the west, in Louisiana and ‘lexas. 

In the aggregate these roads report : 


1886. 1885. Ine. or Dec. P.c. 

Gross earnings....... $4 803,901 $4,571,392 +- 232.509 5.1 
Expenses... ........ 3,753,303 2.845.462 +- 907.841 31.9 
Net earnings....... $1,050,598 $1,725,930 — 675,332 39.0 


Only one of the roads shows a decrease in gross earnings for 
the seven months, but that is the Galveston, Harrisburg & San 
Antonio, which is the largest of them, and its decrease is 9 per 
cent., while the Morgan road gains 61¢ per cent., the Louisi- 
ana & Western 8 and the Texas & New Orleans 3 per cent. 
Of the $232,509 total gain in gross earnings $105,000 was 
the earnings of two little roads not worked last year, whose 
expenses exceeded their earnings, and so reduced the net 
earnings, and the gain of the lines worked last year is but 
$127,568, or 2.8 per cent., while their decrease in net earn- 
ings was $658,615, or 38 per cent., owing to the very large 
increase of 28.6 per vent. in their working expenses. This 
was chiefly on the San Antonio road, whose earnings and ex- 
penses were : 


1886. 1885. Inc. or Dec. P. c. 
Gross earnings. ...$1,469,915 $1,614,823 — $144,908 9.0 
Expenses.... . 1,311,806 951,124 + 360.682 7.9 


Netearnings ... $153,109 $663,699 — $550,590 §3.1 

The main line of this system carried the Pacific freight at 
extremely low rates most of this year, and carried most of 
what is shipped from the Atlantic coast. There was, how- 
ever, another cause affecting the traffic of the San Antonio 
road, and cne that would have been very serious in .wny agri- 
cultural country, namely—a drought for more than twelve 
months west of San Antonio—not one rain having fallen in 
that time. There is not much agriculture in that vast coun- 
try, but the drought was so prolonged as to injure the 
grazing interests greatly, and these are great in 
that country. This, however, should have decreased the 
working expenses, which we see increased enormously, ab- 
sorbing 89 per cent. 0! the earnings, against 59 per cent. last 
year. The larger through traffic probably increased ex- 
penses much more than earnings. The increase in the ex- 
penses of the Morgan Company, which includes the steamers, 
was also very large ($392,545 = 21.3 per cent.), but it had 
an increase in gross earnings, and the Pacific freight doubt- 
less yields but a small part of its earnings. 








In Frank Leslie’s Illustrated Newspaper of last week 
appeared two views of the Silver Creek catastrophe which 
differed materially in some of its details from those which we 
presented, and it will be almost needless to say that in those 
details they were incorrect, since our engravings were as 
accurate copies as the engraver could make of some excellent 
photographs which were taken very shortly after the accident 
by Mr. B. R. Gifford, of Dunkirk, N. Y., to whom we omitted 
to give due credit last week. 

The net effect of Frank Leslie’s views is to diminish ma? 
terially the force of the moral to be drawn from the occur- 
rence, by showing the engines as very much more smashed 
up than they were, and the telescoping as less complete. The 
tender is incorrectly shown as off its wheels and on the 
ground, likewise, and several minor details are unfaithful. 

Among these details we do not include a row of men lying 
half in, half out of the windows, as if they had been hung 
over a clothes-line to dry. These were probably added by 
the artist with a commendable desire to relieve the horrors of 
the picture by an element of grotesque absurdity. 








Record of New Railroad Construction. 





Information of the laying of track o2 new railroad lines 
is given in the current and the last number of the Railroad 
Gazette as follows: 

Buffalo Run, Bellefonte & Bald Eagle.—Track laid from 
Bellefonte, Pa., 17 miles. 

Chicago, Burlington & Quiney.—The Grand Island 
Branch is extended from Broken Bow, Neb., west to Anselm, 
19 miles. 

Detroit, Bay City & Alpena.—-Extended north to near Al- 
pena, Mich., 3 miles. 

Fremont, E'khorn & Missouri Valley.—The Lincoln 

Branch is extended from Wahoo, Neb., south to Swedeburg, 


6 miles. On the Scribner Branch track is laid from Scrib- 
ner, Neb., west 16 miles. 

Georgia, Midland & Gulf —The first track is laid from 
Columbus, Ga., northward 6 miles. 

Minnesota & Northwestern. —This company’s Dubuque & 
Northwestern line is extended from Durango, Ia., northwest, 
9 miles. 

Missouri Pacific.—On the Greenville-Dallas Branch 
track is laid from Greenville, Tex., southwest 16 miles. 

Ohie River.—Extended from Clifton, W. Va., northward 
12 miles. : 

Pittsboro.—Extended west to a point three miles from Pitts} 
boro, N. C., an extension of 5 miles. 

Raleigh & Augusta Air Line.—Extended from Hamlet, 
N. C., southward 5 miles. 

This is a total of 114 miles on 10 lnes, making 3,788 miles 
reported so far this year. The new track reported to the 
corresponding date for 15 years has been : 


Miles, | Miles Miles 

1886 . 3,788 | 1881........... 5.034 | 1876........... 1.719 
eee 1.743 | 1880........... 3,928 | (87H ...... «.- 861 
Bst0aseccees 2,665 | 1879... ....... 2,326 | 1874....... ... 1,125 
| Sagaee ro ah” eager 1,420 | 1873 2'867 
RS. 7,589 | 1877........... 1,505 | 1872........... 5,066 
This statement covers main track only, second or other 


additional tracks and sidings not being counted. 








NEW PUBLICATIONS. 


The Railway Service Gazette is a new weekly paper in- 
tended to represent especially the interests of railroad em- 
ployés and to circulate among tbem. It is published at 
Toledo, O., by Mr. Wm. R. Leflet. for some time past editor 
of the Railroader. Mr. Leflet’s conduct of that journal is 
evidence that his new enterprise will be pushed with energy, 
and that every effort will be used to make it an excellent 
paper. 


Railroad Mews. 
MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings of the stockholders of railroad companies will be 
held as follows : 

Chicago & Eastern Illinois, annual meeting, at the office 
in Chicago, Oct. 5, at noon. 

Evansville & Terre Eaute, annual meeting, at the office in 
Evansville, Ind., at 2 p. m., on Oct. 18. 

Louisville & Nashville, annual meeting, at the office in 
Louisville, Ky., Oct. 6, at noon. 

Ohio & re annual meeting, at the office in Cin- 
cinnati, Oct. 14 transfer books close Sept. 18 

Pullman’s Palace Car Co., annual meeting, at the office in 
Chicago, at 3 p. m. on Oct. 14. 


Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 

Chicago, Milwaukeeldé St. Paul, 3\4 per cent., semi-annual, 
on the preferred stock, and 214 per cent., semi-annual, on the 
common stock; both payable Oct. 18, to stockholders of 
record on Sept. 29. 

Chicago, Rock Island & Pacific, 134 per cent., quarterly, 
payable Nov. 1, to stockholders of record on Sept. 39. 

Delaware, Lackawanni & Western, 1°4 per cent., quar- 
terly. payable Oct. 20, tostockholders of record on Sept. 30. 

Mineral Range, 2's per cent., quarterly, payable Oct. 5, 
to stockholders of record on Sept. 30. 

New York & New England, 3'4 per cent., semi-annual, on 
the — stock, payable Nov. 1, to stockholders of record 
on Oct. 16, 


Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech 
nical societies will be held as follows : 

The Roadmasters’ Association of America will hold its 
annual convention in St. Louis, on Tuesday, Oct. 12. 

The General Time Convention will hold its fall meeting in 
New York, on Wednesday, Oct. 13. 

The Association of American Railroad Superintendents 
will hold its next meeting at No. 46 Bond street, New York, 
on Thursday, Oct. 14. 

The Association of Railroad Trackmen of North America 
will meet at Council Bluffs, Ia., on Thursday, Nov. 25. 

The Master Car-Builders’ Club holds its regular meetings 
at the rooms, No. 113 Liberty street, New York, on the third 
Thursday in each month. 

The New England Railroad Club holds regular meetings 
at its rooms in the Boston & Albany passenger station in 
Boston, on the second Wednesday of each month. 

The Western Railway Club holds its meetings at its rooms 
in Chicago on the third Wednesday in each month. 

The Western Society of Engineers holds regular meetings 
at its hall, No. 15 Washington street, Chicago, at 7:30 p. m.- 
on the first Tuesday of each month. 


Foreclosure Sales, 


The St. Louis, Salem & Little kock road was sold in St. Louis, 
Sept. 27, under a decree of the United States Circuit Court, 
and was bought for $250,000 by Charles H. Taylor and 
Charles 8. Freeborn as agents for the bondholders. The 
road, which was built to reach an iron-mining district, ex- 
tends from Cuba, Mo., on the St. Louis & San Francisco 
road, to Salem. 4114 miles, with 3014 miles of branches. 
The funded debt consisted of $1,000,000 first-mortgage bonds 


Association of American Railroad Supcerin- 
tendents. 


The twelfth meeting of the Association will be held at 46 
Bond street, New York city, on Thursday, Oct. 14 next. 

Business to come before the meeting: 

1, The election of members. 

2. Report from committee appointed to consider letters of 
Roadmasters’ Association relating to Coal Shutes, and Frogs 
avd Switches; Messrs. Goodman, Blee and O’Rourke. 

3. The report of Committee on Invitation to Central Asso- 
ciation of Superintendents, and amendments to Constitution 
ood By-Laws; Messrs. Metheany, Mulford, Blee, Wood and 

oyce. 

4, The consideration of pro change of name to Asso- 
ciation of North American Railroad Superintendents. 

5. The consideration of such other business as may be pre- 
sented. 

Superintendents intending to join the Association are 
cordially invited to attend this meeting. 


Switchmen’s Protective Fraternity. 


—_ 











The national conclave of the Switchmen’s Protective Frater- 
nity met in Kansas City, Sept. 21, with about 100 delegates 





was held at which speeches were 


resent. A public meetin 
: f Kansas City and by members of 


made by several citizens o 
the association. 
After the public meeting the secret sessions of the conclave 
began. It is :aid that important changes in the organization 
will be made. 
Western Railway Club. 

The next meeting will be held at the rooms of the Club in 
Chicago on Wednesday, Oct. 20. The subjects for discus- 
sion are : 
1. The first six rules for Interchange of Cars as adopted 
by the Master Car-Builders’ Association at its last conven- 
tion. 

2. Sizes of Driving Wheel Centres and Section of Tires. 


Baltimore & Ohio Employes’ Relief Association. 


Tbe August sheet of this Association shows the payment of 
benefits to members during the month as follows: Main 
Stem, Transportation Department, 128; Machinery Depart- 
ment, 222; Road Department, 94; Baltimore & Philadelphia, 
8; Trans-Ohio divisions, 158; Pittsburgh Division, 84; 
Physicians’ bills, 115; total, 809. 

Secretary S. R. Barr gives notice that at a meeting of the 
Committee of Management recently Mr. F. H. Britton was 
elected to represent the members in the committee, succeed- 
ing Mr. William Dunn, who had severed his connection with 
the service. 





ELECTIONS AND APPOINTMENTS. 


Atlantic, Greenville & Western.—Mr. W. A. McKelvy, of 
Greenville, 8. C., has been chosen a director in place of Capt. 
Childs, resigned. 

Canada Atlantic.—Mr. E. J. Chamberlain has been ap- 
pointed General Manager of this road. 





Chautauqua Lake.—The officers of this company, as con- 
solidated, are: President, R. N. Marvin,!Jamestown, N. Y.; 
Vice-President and General Manager, John C. Williams, 
Cleveland, O.; Secretary, Daniel H. Post, Jamestown, N. Y.; 
Treasurer, Eugene F, Fay, Boston. 


Chicago, Burlington & Quincy.—The following order from 
General Manager H. B. Stone is dated Chicago, Sept. 24 : 
‘*Mr. Paul Morton has been appointed General Passenger 
and Ticket Agent of this company, vice Mr. Perceval Lowell 
resigned. The appointment to take effect Oct. 1, 1886.” 

Mr. Chester M. Bowes has been appointed to succeed Mr. 
L. O. Goddard in the legal department as Assistant General 
Solicitor. Mr. Dawes is a son of United States Senator 
Dawes of Massachusetts, and was formerly assistant to Mr. 
Richard Tuthill when the latter held the position of United 
States District Attorney in Chicago. 

Mr. Henry E. Heller has been appointed Traveling Passen- 
ger Agent in charge of the Pennsylvania District, with head- 
quarters at Allentown, Pa., vice R. W. Gillespie, transferred. 


ratorsare: A. A, 
errick, James 8S. 


Cumberland & Allegheny .—The incor 
Arthur, of Knoxville, Tenn.; E. H. 
Churchill and others. 


East Tennesseee, Virginia & Georgia.—General Manager 
C. H. Hudson has issued the following circular: ** Mr. D. 
W. Lum is appointed Assistant Engineer with headquarters 
at Knoxville, Tenn. He will act under the direction of the 
General Manager in matters connected with maintenance of 
way, will have direction of construction and improvement 
work, and perform such other duties as may be assigned to 
him.” 


Evansville & Chicago.—The officers of this new company 
are: President, A. M. Owen; Vice-President, C. Lavyel, 
Secretary, J. J. Morton; Treasurer, E. E. Jenkins; Chief 
Engineer, J. H. Pearson. Headquarters, Evansville, In- 
diana. 


Evansville & Richmond,—This new company has its office 
in Evansville. Ind., and has the following incorporators: D. 
J. Mackey, Wm. Heilman, W. D. Ewing, G. J. Grammer, 
W. G. Lewis, E. B. Morgan and Edwin Faylor. 


Fort Wayne, Peoria & Galesburg.—At the annual meet- 
ing in Fort Wayne, Ind., Sept. 20, directors were elected as 
follows: A. P. icesen Edwin Evans, Henry M. Williams, 
Chas. McCulloch, A. C, Trentman, Chas. E. Bond, Fort 
Wayne, Ind.; E. H. Waldron, LaFayette, Indiana. 


Georgia, Carolina & Northern.—The incorporators of this 
company are: R. F. Hoke, Raleigh, N. C.; L. W. Perrin, 
Abbeville, 8. C.; Hoke Smith, Atlanta, Georgia. 


Gulf, De Funiak Springs & Northern.—The directors of 
this new company are: C. E. Dickerman, St. Paul, Minn.; 
Ransom Hubbard, South Bend, Ind.; Charles Everett, Boni- 
fay, Fla., C. C. Banfill, M. R. Dutton, De Funiak Springs, 
Florida. 


Kalamazoo, Hastings & Northern.—At a recent meet- 
ing in Kalamazoo, Micb., directors were elected as follows : 
Thomas 8. Cobb, A. J. Bowne, Leroy Cahill, Frederick 
Bush, W. 8S. Dewing. The directors elected Thomas 8. 
Cobb, President ; George E. Dunbar, Secretary and Treas- 
urer, 


Lakeside & Marblehead.—The incorporators are : 
Bloud, W. H. Brunner, Cleveland, O.; 
Canton, O.; C. H. Blood, 


Office in Cleveland, Ohio. 


Lake Shore & Michigan Southern.—Mr. C. B. Couch is 
appointed Assistant General Superintendent, a new office ; 
he will have his office in Cleveland, O. 

Mr. C. Miles succeeds Mr. Couch as Superintendent of the 
Eastern Division. Mr. Cyrus W. Burhans is appointed Chief 
Train Dispatcher of the Eastern Division, with office in 
Buffalo, N. Y., in place of Mr. Miles. 


Louisville, New Albany & Chicago.—A Chicago dispatch 
reports that Mr. E. D. McCormick will be appointed General 
Passenger Agent in placeof Mr. W. 8. Baldwin, who is going 
to Pullman’s Palace Car Company. 


Middle and Western States Freight Association.—Mr. M. 
S. Chase, of the Lake Shore & Michigan Southern, has been 
made Chairman of the Rate Committee, in place of Mr. A. 
P. Bigelow, Baltimore & Ohio, resigned. 


New Hampshire Railroad Commission.—Mr. H. M. Put- 
ney has been appointed a member of the Board for three 
years. Heisa resident of Manchester and was until re- 
cently Collector of Interna] Revenue. 


New York, Lake Erie & Western.—Mr. George W. West is 
appointed Master Mechanic of the Mahoning Division of the 
New York, Pennsylvania & Ohio. He was recently Master 
Mechanic of the Buffalo Division of the West Shore road. 


New Orleans & Gulf.—The officers of this new company 
are: John R. Elder, President; Lloyd R. Coleman, Vice- 
President; Mark R. Spelman, Secretary; Lucas E. Moore, 
Treasurer ; Mark R. Spelman, General Superintendent. 
Office in New Orleans. 


E. 7. 
H. A. Kennedy 
H. A. Blood, Fitchburg, Mass. 








Poughkeepsie & Southeastern.—The directors of this new 
Nelson, 


company have elected officers as follows: H. A. 
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President; J. A. Perkins, Vice-President ; Edward E. Per- 
kins, Secretary; J. F. Sale, Tyeasurer. 


Puilman’s Palace Car Co.—A Chicago dispatch reports 
that Mr, W. 8. Baldwin will be appointed General Agent of 
the Transportation Department. He is now General Passen- 
ger Agent of the Louisville, New Albany & Chicago, and 
formerly held the same office on the Buffalo, New York & 
Philadelphia. 


Richmond & Danville.—Mr. James L. Taylor is appointed 
General Passenger Agent in place of Mr. Mercer Slaughter, 
resigned. Mr. Taylor has been for a long time General 
Passenger Agent of the Savannah, Florida & Western road. 


South Chicago & Indiana.—The incorporators and first 
board of directors are: Oliver G. Fessenden, Hagden H. 
Butts, George H. Crawford, Adolph H. Zimmerman and 
Franklin Denison, all of Chicago. 


Spokane & Idaho.—The officers of this new company are : 
President, D. C. Corbin; Vice-President, S. T. Hauser; Sec- 
retary and Treasurer, Harvey Barbour; Chief Engineer, A. 
Anderson. Office at Helena, Montana. 


Union Pacific.—Mr. 8. W. Eccles has been appointed 
General Agent of the Freight Departmeut for California, 
with office in San Francisco. He was recently (General 
Freight and Passenger Agent of the Denver & Rio Graude 
Western. 


Wabash, St. Louis & Pacific.—Mr. C. 8. Crane has been 
——— Assistant General Passenger Agent, in place of 
J. L, Charlton, resigned. 


Western Railway Club.—At the meeting in Chicago, last 
week, the following officers were chosen for the ensuing 
year: President, W. A. Scott, Chicago & Northwestern, 
Chicago ; Vice-President, H. D. Cooper, Lake Erie & 
Western, Lima, O.; Secretary, Angus Sinclair, National 
Car & Locomotive Builder, Chicago; Treasurer, W. B. 
Snow, Illinois Central, Chicago. 


West Shore.—Mr. James Macbeth is appointed Master 
Mechanic of the Buffalo Division in place of Mr. George W. 
a who has gone to the New York, Pennsylvauia & Ohio 
road. 

West Virginia & Ohio.—The incorporators are : Joseph J 
Doran, W. C. Bullitt, W. M. George, Jr., W. A. Dick and 
Richard C. Dale, of Philadelphia. 


Wisconsin Central.—A Chicago dispatch reports that Mr. 
F. N. Finney, for a long vime past General Manager, has 
been chosen Vice-President of this company. Mr. Finney’s 
successor as General Manager will be Mr. W. 8S. Mellen, now 
Assistant General Superintendent of the Chicago & North- 
western road. 





— 3 


PERSONAL. 


—Mr. Robert Law has resigned his position as Superin- 
tendent of the Chicago, Burlington & Kansas City and the 
St. Louis, Keokuk & Northwestern roads. 





—A dispatch from Texarkana, Tex., reports that F. J. 
Lowe, a prominent railroad contractor of that place, has 
made an assignment, his liabilities being about $150,000. 
Mr. Lowe has had a large contract on the St. Louis, Arkan- 
sas & Texas rvad. 


—Mr. M. A. Slaven, late Manager of the American Con- 
tracting & Dredging Co., died last week, of fever contracted 
in the Panama Isthmus. Mr. Slaven was a man of exceed- 
ing energy, and was the active agent and executive officer of 
x — which has been doing good work on the Panama 

anal. 


~ Mr. George W. West having resigned his office as Master 
Mechanic of the Buffalo Division of the West Shore road to 
accept a position on the New York, Pennsylvania & Ohio, 
his associates on the West Shore have presented him with a 
valuable gold watch and chain. Mrs. West received at the 
same time a handsome silver tea-set. 


—Mr. Emmons Raymond, who recently retired from the 
presidency of the Connecticut & Passumpsic Rivers Railroad 
Co., is now 80 years of age, and was probably in years the 
oldest railroad president in the United States. Mr. Raymond 
has been a director of the company from its first organi- 
zation 36 years ago, and has been President for 16 years. 


—It is reported that Mr. W. S. Baldwin, General Passen- 
ger Agent of the Louisville, New Albany & Chicago, will 
retire from that office Nov. 1, to accept an important posi- 
tion with Pullman’s Palace Car Co. Mr. Baldwin is known 
as a very active and energetic officer. He has held his pres- 
ent office about a year, having been previously on the Buffalo, 
New York & Philadelphia. 


—Gen. James Bowen died at his residence at Hastings, 
N. Y., Sept. 29, aged 78 years. He was for many years a 
prominent citizen of New York, having a considerable fort- 
une and being active in politics. He served in Congress and 
acted as Police Commissioner of the city, Commussioner of 
Immigration and Commissioner of Charities and Correction. 
During the war be was Brigadier General and served as 
Provost Marshal at New Orleans. Some 45 years ago Gen. 
Bowen was a director of the Erie Railroad, and was chosen 
President of the company in 1843, serving for three years. 


—Mr. W.S. Mellen, Assistant General Superintendent of 
the Chicago & Northwestern, resigns Oct. 1, to go to the 
Wisconsin Central. Mr. Mellen became Assistant General 
Freight Agent of the Northwestern in 1875, and hela the 
office until 1881, when he resigned to aceept the position of 
Assistant General Superintendent of the Atchisov, Topeka & 
Santa Fe. He gave up this position Nov. 1, 1882, to go 
back with the Northwestern as General Freight Agent. 
About two years ago he was promoted to the position of As- 
sistant General Superiotendent of the Northwestern, which 
he has held until the present time. 


—George M. Bartholomew, the Hartford defaulter, was 
chiefly known as President of the Charter Oak Life Insur- 
ance Co., but had also considerable railroad experience. He 
was one of the trustees who managed the Hartford, Provi- 
dence & Fishkill road for nearly 20 years. He was for three 
years President of the old Boston & Hartford & Erie Co., 
and was afterward one of the assignees in bankruptcy of that 
company. He was at one time largely interested in the Chi- 
cago & Northwestern, and was a director of that company 
from 1858 to 1867. He was also one of the first directors of the 
Richmond & Allegheny Co. His only railroad interest lately 
was in the Jacksonville, Tampa & Key West road in Florida. 
He was President of that company and also of the construc- 
tion company which built the road, and it was chiefly 
through his influence that the monev to build it was raised. 

e securities are largely owned in Connecticut, and the 
officers of road are nearly al] Connecticut men. The only 
loss reported in this connection is the disappearance of 
$40,000 Jacksonville, Tampa & Key West bonds which were 
in his possession as President. 


—Mr. Frederick N. Finney, who has just been made Vice- 
President of the Wisconsin Central, was born in Boston in 





1832, and entere< active service as a civil engineer when 22 
years old. After serving as assistant on several roads he was 
appointed Resident Engineer on the Chicago & Northwestern. 
In 1844 he served for a time as Engineer on the Mountain 
Division of the Union Pacific, but left that road the same 
year to take charge of the construction of the Jamestown & 
Franklin, now leased to the Lake Shore. He served on this 
road as Engineer and as Assistant Superintendent for three 
years, when he was appointed Chief Engineer and afterward 
General Superintendent of the Erie & Pittsburgh. In 1870 
he went to the Canada Southern as Chief Engineer and Super- 
intendent, and in 1873 left that road to accept a similar posi- 
tion on the Toledo, Peoria & Warsaw. Five years later, in 
1878, he was made General Manager of the Wisconsin Central 
and has held that office ever since. 


—Mr. John Dickson Taylor, Treasurer, of the Pennsyl- 
vania Railroad Co., died at his residence in Philadelphia, 
Sept. 25, in the 61st year of his age. The Philadelphia 
Ledger says: ‘* Confinement to the duties of his office had 
broken a constitution naturally vigorous, the first symptoms 
becoming visible in a slight stroke of paralysis at Cape May, 
in August 1885. The spring of this year found him much 
prostrated, and he was granted a six months’ leave of ab- 
sence from May 1. The immediate cause of death was 
angina pectoris, 

‘**Mr. Taylor, the son of Levi Taylor, a well-known mer- 
chant, was born in this city in October, i825. At the 
early age of 15 years he embarked in the wholesale grocery 
business, occupying the stand at the corner of Chestnut and 
Water streets. In the year 1843 he entered the wholesale 
grocery firm of Ezra Wheeler & Co., New York, returning 
three years later, on the death of his father, and entering the 
wholesale grocery firm of Taylor, Gillespie & Co., 11 and 13 
South Water street. In 1859 the firm entered upon the business 
of sugar refining on St. John street, above Vine, which it con- 
tinued until 1872. In 1873 he wasappointed Treasurer of the 
Rockhill Iron & Coal Co. He was elected Assistant Treasurer 
of the Pennsylvania Ruilroad Co. July 22, 1874, and Treas- 
urer, April 10, 1878. He wasa director in the Philadelphia 
Trust Co., also of the Delaware Mutual Safety Insurance 
Co. For many years he was a vestryman of St. Andrew’s 
Episcopal Church, assuming the same position in the Church 
of the Saviour after his removal to West Philadelphia, be- 
sides being a member of the Standing Committee of the dio- 
cese of the Episcopal Church in this state. The deceased 
leaves a widow, two sons and three daughters.” 








TRAFFIC AND EARNINGS. 


Central Traffic Association. 
The Committee on Revision of Contract has recommended 
the following changes which were to be considered at the 
meeting in Chicago this week : 

‘* First—More adequate provision for including short-haul 
traffic now exempted, but which directly or indirectly affects 
longer hauls, larger traffic and greater revenues. The pres- 
ent system leaves uncontracted and uncontrolled a large 
number of interior common points having an aggregate traftic 
of important magnitude. The exemptions stimulate evasions 
by short billing; the biliing from fictitious origin points; the 
formation of new routes; the abnormal increase of business 
via new junctions; the building of short connections in order 
to establish such exempted junctions and routes; a prefer 
ence by railroads which are in more than one pool for 
tbe one in which they get the largest percentage ; the estab- 
lishment of an increasing number of intermediate markets 
on the various routes of property eastward ; the inability to 
deny equal privilege at an increasing number of such points 
if the old ones continue much longer unregulated; and the de- 
pletion of tonnages at contract points by Jeins possessing these 
duai facilities as against roads having no corresponding 
double or exempted outlets. Owing to these reasons some 
companies now pay over balances for excesses of tonnage 
carried only because the total traffic is depleted by second- 
ary and unreported routes, whereas if the whole traffic 
known to be destined to the t: unk lines were returned fer di- 
vision, the tonnages and balances would be changed. On the 
other hand, companies which thus deplete the main centres 
by the use of their alternate and unreported routes do not 
pay anything for equal or larger excesses of the same traflics 
going to the same ultimate destinations, simply because that 
excess is destined to short-billed points or sent via evasive 
routes, The committee, therefore, proposes that this short 
traffic shall be included in the main contracts or in subsidiary 
agreements, and have enlarged the number of points which 
should be contracted. ’ 

‘**Second—The principle of permanent arbitration. It 
provides a more speedy and uniform judgment from at least 
one mind charged with the duty of keeping currently famil- 
iar with all the important affairs of the Association, and look- 
ing at all its localities and interests impartially. ; 

‘* Third—The incentive to the constant reopening of per- 
centages and the control of traffic for that purpose is sought 
to be modified by standard periods in which redivisions 
may be charged. 

** Fourth—The Committee has included westward as well as 
eastward traffic in the agreement. 

** Fifth—tIt has enlarged and defined the scope and methods 
of arbitration. 

** Sixth—It has provided that intermediate traftics between 
competing points shall not be carried at less rates per mile 
than through traffics. 

‘* Seventh—It has made the division of rates a subject of 
arbitration.” 

Arbitrator E. P. Wilson has decided that no change should 
be made in the differential passenger rates from Cincinnati 
to New York, but that immediate steps should be taken to 
determine respective proportions for each line in interest, 
after which the method of securing to each line its proportiun 
will become a practical question. 

A Chicago dispatch of Sept. 29, says: ‘‘The passenger de- 
partment of the Central Traffic Association, in the course of 
a meeting here to-day, took up the question of pooling the 
traffic between Chicago and New York. The proposition 
was made to form sub-pools form Chicago and other Western 
pool-points to New York, To this the Chicago & Grand 
Trunk strenuously objected. It would not consent to the 
formation of such sub-pools, as 1t would not secure the pro- 
portion of traffic it was entitled to in a pool between Chicago 
and New York only. Itinsisted thata gross pool of all east 
bound business beyond the Western termini of the trunk 
lines should be made. After a long and animated discussion 
the Chicago & Grand Trunk carried its point, it being decided 
to form one gross pool of all east-bound business. 


The Grand Trunk’s Chicago-Boston Differential. 
Mr. E. P. Wilson, as Arbitrator for the Central Traf- 
fic Association, has decided against allowing on tickets from 
points west of Chicago the differential of $3 on the fare from 
Chicago to Boston by way of the Chicago & Grand Trunk 
and the Grand Trunk which is allowed on tickets from Chi- 
cago. Rates tointerior New England points are not to be 
affected by the differential from Chicago, except that rates 
to points on the route to Boston may be as low as the rate to 
Boston. The Arbitrator says that the information furnished 
is not sufficient to make it possible to say what fares are re- 
quired to enable the Grand Trunk line to carry a fair share 





of the travel, but he makes the decision until further experi- 
ence may indicate better what should be done. As to print- 
ing differentials in rate sheets and their use by convictions 
as basing rates, he asks for further evidence and argument, 
pending which he decides that they be not so published nor 
used. 
Railroad Earnings. 

Earnings of railroad lines for various periods are reported as 
follows: 
Eight months to Aug. 31 : 

1886 















4 1885. Ine. or Dec. P.c¢ 

Ala. Gt. South... $725,294 $667,054 1. $58.240 8.7 
Balt. & Potomac. 856,566 862,198 D. 5.632 0.6 
Net earnings... 332,486 329,610 I. 2,876 0.8 
Buff., N.Y. & P.. 1,704,079 1,521,608 IL: 182,471 12.0 
Net earnings. .. 334 869. 339,417 D. 4,548 1.3 
Camden & Atl.... 440,959 412,835 I. 28,124 6.8 
Net earnings.... 116,880 121,948 D. 5,068 4.2 
Cin., N.0O. & T.P. 1,782,961 1,668,773 I. 114.188 6.8 
Cleve. & Canton.. 228,640 190,305 I 38.333 20.2 
Den. & R. G. W.. i: 616.451 I. 26,180 4.2 
E. Ten.,, Va. & G. bi 2 2,519,545 I. 39.579 1.5 
N.Orl. & N.E... 376,225 415632 D. 39.407 9.5 
N. Y.,L. E. & W. 11,779,085 9,839,681 1. 1,939,404 19.7 
Net earnings... 5.931.616 2,844,066 I. 1,087,550 38.2 
N. Y.,P & Ohio. 3,114,184 I. 658,472 21.2 
Net earnings.... 32 796,681 I 531,736 66.5 
N. Y.. Sus. & W.. 696,475 698.165 D 1,690 0.3 
Net earnings. .. 290,616 317,388 26,772 8.5 
Norfolk & West.. 1,993,074 1,697,701 295,373 17.0 
Net earnings... 782,128 621,175 160,053 26.0 
Northern Cen. . 3,400,865 73,024 2.1 
Net earnings. .. 1,834,723 114,854 8.6 
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7,271,217 
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West Jersey...... 943,414 892,937 
Net earnings.... 362,497 355,878 6,619 
Seven months to July 31: 
Lou., N > & $842,141 $601,601 I. $240,540 39.7 
Net earnings.... 156,048 I 108.932 230.45 
Maine Central . 1,638,480 5 1. 86,435 5.6 
Net earnings.. .. 603,255 Roy I. 47,426 §=8.5 
Peoria, Dec. & E. 410,710 382,288 I 28,4 :2 7.4 
Net earnings. .. 181 951 156,968 I 24,983 15.9 


Month of July: 






Chi. & East. lll.. $114,055 I. $27,195 23.8 
Net earnings... 43.350 I. 3,371 30.9 
C., I., St. L. & C. 177,087 I. 36.543 20.6 
Net earnings... 66,673 I. 18,811 2%,2 
Louis., N. O. & T. 68,372 1. 42,292 62.2 
Net earnings .. *3979 I. 27.655 atin 
Maine Central.... 2 2 258,388 I. 16.884 6.5 
Net earnings. .. 120,155 106,534 IL. 13.621 12.7 
Mem. & Charles.. 95,463 83,816 I, 11,647 150 
Net earnings.. 20,590 15,076 1. 5514 36.8 
Peoria, Dec. & E. 73,343 53,799 I. 19,544 36.2 
Net earnings.... 38,953 23,658 I. 15,295 64.5 


Month of August: 














Ala. Gt. South... $77,352 I $20,404 26.5 
Balt. & Potomac. 102,851 1. 11,079 10.7 
Net earoinzs... 40,040 I. 8937 22.3 
Bet. 3... & P.. 228,899 I. 288385 124 
Net earnings.... 62,774 L. 11,936 19.0 
Camden & Ail... 120,569 1. 8 141 6.8 
Net earnings . 79,664 D. 7 4. 
Cin., N.O. & T. P. 238,185 L. 554 3.2 
Cleve. & Canton. 23.434 I. 51.0 
Den. & R.G. W.. 91,313 D. 2.2 
E. Ten., Va. & G.. 318,506 I, 9.0 
N. Ori, &N.E ... 36,710 I. 7.0 
N.Y. i. B.S W. 1,437,348 I. 15.4 
Net earnings... 527,958 I. 5.6 
N. Y., P. & Ohio. OTe 441,338 IL. 26.3 
Net earnings.... 200,135 216,874 D. Te 7.7 
N. Y., Sus. & W.. 94,846 101.353 D. 3,5 6.4 
Net earnings.... 39,040 47,964 D. 8,02: 18.8 
Norfolk & West.. 287,407 250,196 I. 37,211 15.0 
Net earnings... 122,919 104,913 J. 18,0U6 17.0 
Northern Central. 502,027 451,370 LI. 50,657 11.2 
Net earnings... 198, 180,484 I. 18.247 10.1 
Phila. & Reading 2.808.268 2,940,749 D. 132,481 4.5 
Netecarnings... 1,248,562 1,413,993 D. 165,431 11.7 
Vicks. & Mer..... 37,734 34,650 I. 3,064 8.8 
Viek:, B.& P ... 37,883 32.297 I. 5,586 17.4 
West Jersey...... 217,918 212,639 I. 5279.5 
Net earnings... 113,327 119,626 D. 6.299 5.2 
Third week in September : 
Buff, N.Y & P.. $55,300 $56,200 D. $900 16 
Bbulf., R. & Pitts. 25,91 31,134 D. 5.217 16.8 
Cairo. V. & C..... 34,235 Jacek & 2,514 215 
Canadian Pacific. 221,000 181.000 I 40.000 22.1 
Chic. & Alton.... 197,811 191.705 LL. 6,106 3.2 
Chi. & East. [ll.. 43,553 49,064 D. 4,51L 11.2 
Chi., Mil. & St. P. 574,000 I 48,946 9.5 
Chic. & N. W.... 3233, I 25,800 43 
C., 8. P..M.& O. I 4,100 3.2 
. to. - €& C. I 5,788 JL. 
iS 1 Se eee I 19,568 147 
Det., Lan. & No. 25,053 D. 2,964 106 
Ilinois Central... 228,700 D. 5,332 2.3 
Iowa lines. oa 47.900 & 4.334 10. 
Long Island...... 78,694 76.237 =I. 2.457 32 
Louisv. & Nash.. 298,640 270,055 L. 28585 10.6 
Mo. B..& W.. 60,189 a 26,539 79.0 
Mil & Northern.. 13,521 Z. 3.18 30.9 
St. Louis & -an F. 138,000 I 20,330 207 
St. P. & Duluth. 48,526 I, 8,701 21.8 
Wab., St. L & P.. 263,000 D. 3,000 1.1 








* Deficit. 

Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. The same remark 
applies to early statements of monthly earnings. 


Petroleum. 
The production and shipments, of the Pennsylvania and 
New York oil wells for August are given by Stowell’s Petro- 
leum Reporter as follows, in barrels of 42 gallons : 


1586. 1885. Inc. or Dec. P.c. 
Production............ 2,431,206 1,705,961 I. 725,245 42.7 
Shipments. ... .. ... 2,059,299 2,049,099 I. 10.200 0.5 
Stock, Aug. 31........ 534,800,397 35,343,771 D. 543.374 1.5 


There were 317 new wells completed during the month and 
42 dry holes developed. At the close of the month there 
were 290 new wells under the drill and 111 new rigs going 
up. 

"Stock was increased during the month by 371,907 barrels, 
the excess of production over shipments. 

Of the total production the Allegheny District in New York 
furnisbed 6.1 per cent.; the Bradford District in Pennsyl- 

vania, 22.9; the Warren District, 15.5; the Lower District, 
36.1; and the Washington District, 19.4 per cent. 
Shipments for the mouth are reported as follows : 











Crude. Refined. Total. P.c 
New York.. ivnciueecee “Sane 78,803 564,315 27.4 
Philadelphia... ........... 681,002 126 246 £07,248 39.2 
MOIIMOTS. «062.2082 « 78.009 12,807 90,816 4.4 
Pcdgik scsenssce ey 23,870 76,500 4.9 
Cleveland....... io eee 8.35 
Pittsburgh .......... 117.329 eee Kawes 5.7 
Local points 157,473 51,084 10. 
MONEE Cokok san. acne Seat 1,713,859 345,440 2,059,298 100.0 


In this statement the shipments of refined are of oil re- 
fined at the Creek refineries in the oil region. This is reduced 
in the table to its equivalent in crude, so that the total re 
resents the amount of crude oil shipped, whether in crude 
or in refined form. 
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Cotton. 
Cotton movement for the week ending Sept. 24 is reported as 


follows, in bales : 

Interior markets : 1886, 1885. Inc.orDec. P.c. 
EO ae ae 65,575 $73,287 D. 7.712 10.5 
NG nds viovan vencenes 57,703 55.809 I. 1,894 3. 
Stock, Sept. 24........ .. 58,734 52,452 I. 6,382 12.2 

Seaports : 

Receipts.. .. ....... ..... 106,601 114,873 D. 8,272 7.2 
 aGndsesndees. avecene 44.373 40,826 I. 3.547 8.7 
is SRS ers 262,728 241,740 I. 20,988 87 


The total shipments from the plantations for the crop year 
(from Sept. 1) to Sept. 24 are estimated at 243,534 bales, 
against 312,067 bales last year and 275,865 bales in 1884. 

The Commercial and Financial Chronicle gives the fol- 
— statement of the total crop for the year ending Aug. 
31, in bales: 








1885-86. 1884-85. 1883-84. 

Receipts at the shipping ports, 
on EE oan .... 5,396,686 4,776,199 4,850,575 

Add shipments from Tennessee, 
ete., direct to manufacturers.. 813,529 626,822 529,477 
REE reranpet 6,210,215 5,403,021 5,380,052 

Manufactured South, not in- 
CURR GOGO, 5 5. osc acccccsuceie 340,000 266,000 334,000 
Total cotton crop for the year. 6,550,215 5,669,021 5,714,052 


The increase last year over 1884-85 was thus 881,194 
bales, or 15.5 per cent.; over 1883-84 it was 836,163 bales, 
or 14.6 per cent. 

Southwestern Passenger Meeting. 
A Chicago dispatch of Sept. 29 says: ‘‘ The General Mana- 
gers of the various roads between Chicago, St. Louis and 
Southwestern Missouri River points met here to-day to make 
a final effort to bring about the formation of a pool on South- 
western passenger traffic. The result of the meeting augurs 
badly for the success of the new scheme. Not only was no 
progress made, but the situation is rather worse than it was 
at the conclusion of the meeting held two weeks ago. At 
that time the principal issue was in regard to the sta- 
tistics upon which to base percentages. This question 
was not reached at all to-day. The managers did not even 
get through with the consideration of the first section of the 
agreement, which had already been adopted at the previous 
meeting, but was reconsidered to-day. This section provides 
for the territory to be included iu the new pool. The Missouri 
Pacific and other roads baving lines west of the Missouri were 
not satisfied with the proposed boundaries west of the river, 
and after a discussion the meeting adjourned until to- 
morrow.” 
Indianapolis Car Movement. 

The number of cars received and forwarded at Indianapolis 
has been : 





—— -———Week ending-- ——-——— ~ 
Sept. 4. Sept.11. sept. 18 Sept. 25. 


Aug. 28 
1886—Total...... 20,521 21,103 21,113 21,198 22,391 
oaded ... 16.057 16,390 17,123 18,546 18,648 
1885—Total...... 19,730 Ee are 21.240 
Loaded... 14.613 15,966 a ere 18,602 


The local business continues large, and coal shipments are 
unusually heavy. The through east-bound movement keeps 
up well. 

Coal. 
Coal tonnages for the week ending Sept. 18 are reported as 
follows : 
1886. 1855. 


Inc. or Dec. P.c 


DIIIID .5 56055 (00 0% 714 745 773,943 D. 59,198 76 
Eastern bituwinous..... 262,918 232.151 I. 20.767 13.2 
UD. ivexdsonss- sevtesss 75,064 47.338 lL. 27,726 585 


Coal shipments from the mines below Kanawha Falls on 
the Great Kanawha River in West Virginia for the year end- 
ing June 30 were, in bushels : 





1885-86. 1884-85. Decrease. Pc. 

By railroad..... .... 13,953,745 12.972,217 981.528 76 
a ee 17,861,613 17.812,323 49,290 0.3 
ix ntinw ne weveink 31,815,358 30,784,540 1,030,818 3.3 


The production last year would have shown a greater in- 
crease but for interruption caused by strikes. 

Cumberland coal shipments for the week ending Sept. 25 
were 70,361 tons. Total to Sept. 25 this year, 1,679,465 ; 
last year, 2,019,852 ; decrease, 340,387 tons, or 16.9 per 
cent. 

Pennsylvania Railroad coal tonnage for the week: ending 
Sept. 25 was : 









Coal. Coke. Total. 1885. 
Line of road.... .... 158,493 695 222,188 185,942 
From other lines..... 90,098 1,024 91,122 92,994 
NIE sec asnes ... 248.591 64,719 313.310 278,936 
Year to Sept. 25 .... 8.399.400 2,486,973 10,886,373 9,938,938 


Increase for the week, 34,374 tons. or 12.3 per cent.; 
increase for the year, 947,435 tons, or 9.5 per cent. 
Traftic Notes. 


The provision rate war from Northern packing towns to 
Memphis, ascribed to the competition of the Kansas City, 
Springfield & Memphis road, which carries from Kansas 
City to Memphis, has come to an end, the rates being re- 
stored to the basis of 21 cents from Chicago. They had been 


as low as 714 cents. 

The Union Stock Yards Co. of Chicago has agreed to 
weigh all shipments to interior points in the East for 25 cents 
per car. 

Commissioners George R. Blanchard and L. D. Richardson, 
arbitrators for the Peoria Committee of the Central Traffic 
Association, have sent out their award of percentages in the 
through pool of the lines running east from Peoria. Thenew 
award isas follows: Peoria, Decatur & Evansville, 20; 
Chicago, Rock Island & Pacific, 2014 ; Indiana, Blooming- 
ton & Western, 18'¢ ; Illinois Midland.5; Wabash, 151< ; 
Toledo, Peoria & Western, 2014 per cent. 

Arrangements have been completed for weighing all in- 
coming west-bound live stock at Chicago, Indianapolis, De- 
troit and Cincinnati, commencing with Sept. 27. Advices 
have been received from the cities mentioned that such 
weights would hereafter be secured. Mr. H. B. Goodwin has 
temporarily been appointed Live Stock Agent at Detroit, to 
superintend the work of weighing at that point. In view of 
this announcement, the shippers at Buffalo have declared 
their willingness to weigh live stock there, beginning on the 
same date. 

Southern Passenger Association. 


The Southern Passenger Association will come into existence 
on Oct. 1, Of the Articles of Agreement article 1 reads as 
follows : 

‘*The transportation companies, parties hereto, owning 
and operating lines south of the Ohio and Potomac rivers, 
hereby constitute and create the Southern Passenger Assucia- 
tion, forming an alliance between and among themselves for 
mutual protection. The objects of the Association are: To 
make, publish and maintain joint tariffs of passenger rates 
which shall be agreed upon by the Rate Committee and ap- 
proved by the Commissioner, to define the various classes of 

ssenger business and to make rules for the conduct thereof. 

0 party shall take sepurate action in apy matter affecting 
the interest of one or more of the other parties eontrary to 
the spirit and intent of this agreement. 


THE RAI 








“Any company may withdraw from this Association upon 
written notice to the Commissioner, after 30 days’ notice. 
Expulsions can be made by a two-thirds vote. Officers of the 
Association shall be a Commissioner, who shall act as Chair- 
man, and an Auditing Committee of three, to serve one year. 
An admission fee of 3 100 ‘s required. Penalty for rate-cut- 


: ting is fixed at $50 fine for the first and second offenses, and 


dismissal for the third offense. Checking more than 150 
pounds of baggage on a whole, or 75 pounds on a half ticket, is 
punishable in the same way, and in the sale by a ticket broker 
of a ticket for less than the regular rate, the company whose 
ticket has been sold shall be liable to fine. xchange of 
tickets is forbidden, and passes must not be given to influence 
business.” 

Other articles provide for the granting of special rates, 
theatrical rates, etc. One article provides for the abolition 
of commissions on sales of tickets by a person not a regularly 
appointed agent of a railrcad company. 


Through and Local Rates in Georgia. 
The Georgia Railroad Commission on Sept. 22 issued the fol- 
lowing notice to the railroad companies of the state : 

‘* The Commissioners desire to call your attention to the 
following table, showing the approximate proportions re- 
ceived by railroad companies for 200 miles on through ship- 
ments between, say, Cincinnati and Macon, and the local 
rates allowed by the Commissioners for the same distance : 


Proportion 
on through Local rate 
shipment ‘or 
Class. 200 miles. 200 miles. 
36 70 
1% 54 1.05 
D1 2 1.40 
3T1 1.08 2.10 
2 31 60 
3 27 50 
4 23 40 
5 19 32 
5 16 27 


fi 

‘* The above table of local rates is based upon the Commis- 
sioners’ standard tariff. Some companies are allowed from 
20 to 50 per cent. upon the standard tariff. In such cases, 
the differences would be still greater than those given. 

“The classification of articles adopted by the Southern 
Railway & Steamship Association and the classification 
adopted by the Commissioners appear to be about the same ; 
but an application of the same classification to a through 
sbipment and a local shipment, for any given distance, will 
clearly show that the proportion received by any road in 
Georgia on the through shipment is unreasonably below the 
amount received by the same company on a loca) shipment 
for the same distance. This discriminates unjustly against 
all local industries. 

‘A part of the Fifth Section of the Act establishing the Rail- 
road Commission of Georgia reads as follows : ‘The Commis- 
sioners appointed * * * shall make such just and rea- 
sonable rules and regulations as may be necessary for pre- 
venting unjust discriminations in the transportation of 
freight and passengers on the railways of this state.’ 

** In accordance with the requirements of this law, it becomes 
the duty of the Commissioners to call your attention to this 
inequality of rates, and to give notice that, in the opinion of 
— Commissoners, some action should be taken to remedy the 
evil. 

** Either the rates on through business should be raised or 
the Commissioners’ classification, so far as articles manu- 
factured within the state of Georgia are concerned, should 
be so reduced as to place the local rates within a nearer 
approach to the proportions received by the railroad com- 
panies doing business within this state, on shipments coming 
from points without the state of Georgia. 

‘* A study of the two classifications, above referred to, will 
show that nearly all articles manufactured within this state 
are embraced in the classes already quoted. 

‘* With the object above mentioned in view, the Commis- 
sioners hereby request all railroad companies aoing business 
within the state of Georgia, to formulate a table of classifi- 
cation and rates, embracing only articles manufactured 
within this state, and to file the same in the office of the Com- 
mission on or before Oct. 26, 1886, together with such 
personal or written explanations as they may desire to pre- 
sent to the Commission, all of which shall have the earnest 
consideration of the Commissioners in their effort to arrive 
at such action as they may deem just and reasonable.” 








RAILROAD LAW. 


Land Damage Claims—Receivership. 


In the case of Van Slyke against the Bloomfield Railroad 
Co., the Indiana Supreme Court holds as follows: 

1. A Receiver of a corporation is not its grantor, so that 
the company would not be liable for his acts as an independ- 
ent contractor, 

2. When land of a citizen is wrongfully appropriated by a 
railroad corporation he does not lose his rights by a failure 
to make a claim to the Receiver for compensation. If bis 
property is wrongfully seized he may recover for the in- 
juries sustained, when the Receiver has been discharged 
and the corporate affairs turned back into the hands of the 
company. 





Liability of Sleeping Car Companies. 

A dispatch from Taunton, Mass., Sept. 21, says: ‘ A case 
involving the important question of the liability of sleeping 
car companies for losses sustained by their trons while in 
transit was tried in the Superior Court here to-day. In 
October, 1884, William Lewes and William R. Wing, two 

rominent business men of New Bedford, started for San 

rancisco from the Albany station in Boston on the sleeper 
‘Pontiac, owned and run by the New York Central 
Sleeping Car Co. Lewes had bills to the amount of 
$200 in the inside pocket of his vest, and before 
leaving home had his wife sew up the mouth of the 
pocket. Wing had in one of the pockets of his vest a 
small leather pocketbook, in one compartment of which was 
$150 and in another bills to a considerable amount. On re- 
tiring each placed his vest under the pillow of his berth. At 
about 6 o’clock in the morning Lewes discovered that the 
bottom of his vest had been cut open and the money sewed in 
his pocket taken. He notified the porter of the robbery. 
Wing, on examining his pocket, discovered that his pocket- 
book had been abstracted during the night and replaced. 
Before replacing it the thief had taken the money from the 
fold containing the $150 and had left that which was in the 
other compartment. 

** The defendant, while not admitting that the complainants 
had sustained the loss while in the car, rested their claim for 
immunity principally on the ground that in law it was not 
liable, even though the thefts had been committed during the 
night in question. The counsel of the sleeping car company 
asked the Court to rule that the fact that the porter was not 
exercising due diligence in watching over the car in the morn- 
ing after the arse | had taken place was not competent 
evidence that they had not exercised due care at the time of 
its actual occurrence, and that furthermore, owing to the 
peculiar nature of its business, the corporation could not be 
placed upon the same footing as a railroad company in its 
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responsibility for the property of his guests intrusted to his 
charge. In both instances the Court refused to grant the 
prayer of counsel and exceptions were filed after the jury had 
returned a verdict for the complainants for the sums lost, 
with interest.” 








OLD AND NEW ROADS, 


Americus, Preston & Lumpkin.—Work is progress- 
ing steadily on the extension from Lumpkin, Ga., west to the 
Chattahoochee River. The contract for grading the extension 
from Americus eastward to the Ocumlgee River has been let 
to Perkins Brothers, of Birmingham, Ala., who begin work 
at once. 


Atchison, Topeka & Santa Fe.—C. H. Venner, a 
stockholder, who was recently defeated in the Kansas courts 
in an effort to enjoin the company from buying the Gulf, 
Colorado & Santa Fe, has given notice that he will take 
legal measures to enjoin the company from giving any guar- 
antee on Atlantic & Pacitic bonds, either alone or in connec- 
tion with the St. Louis & San Francisco. 

Reports are again current that the company will extend its 
line from Kansas City to Chicago, and its engineers are said 
to have determined on a very good and direct line. 


Atlantic, Greenville & Western.—At a meeting held 
in Ninty-six, 8. C., Sept. 18, the stockholders voted to make 
the road of standard instead of 3 ft. gauge, and to authorize 
the execution of mortgage to secure an issue of bonds at the 
rate of $9,000 per mile on the projected line. 

The directors met subsequently and received a proposition 
from Susong & Co., a firm of railroad contractors, who offer 
to take the work already done, right of way, etc., with all 
subscriptions to the stock and the whole issue of bonds, and 
agree to complete the road from Ninety-six to Augusta, Ga., 
in three months, and from Ninety-six to Knoxville, Tenn., in 
two years. 


Atlantic, Tennessee & Ohio.—The Richmond & Dan- 
ville Co., which leases this road, some time ago offered to buy 
the stock, provided all of it could be turned over. The prop- 
osition was accepted by all except five or six persons holding 
about 60 shares. They have refused to come in, and the prop- 
osition has been withdrawn. 


Baltimore & Ohio.—A special meeting of the board 
was held in Baltimore, Sept. 25, ‘* to consider the settlement 
made with the Central Ohio Railroad Co., as reorganized, for 
its permanent improvements, and for the consideration of the 
contracts between the Philadelphia & Reading Railroad Co., 
the Baltimore & Ohio Railroad Co. the Baltimore & Phila- 
delphia Railroad Co., the Schuytkill River East Side Railroad 
Co., and the Central Railroad of New Jersey.” 

The agreements in question, which had previously received 
the signatures of the officers of the company. were ratified by 
the board. The traffic contracts between the Baltimore & 
Ohio and the Reading and Jersey Central had previously been 
ratified by the two last mentioned companies, and the ratifi- 
cation by the Baltimore & Ohio board was the final step that 
makes‘them binding. The contracts, which have heretofore 
been outlined, provided for an interchange of business, two 
years for treight and six years for passengers. The settlement 
with the Central Ohio Co. provides for the issue of $2,850,- 
000 general mortgage 41¢ per cent. bonds, $1,000,000 
of which go to the Baltimore & Ohio in payment of expendi- 
tures for permanent improvements made between the years 
1866 and 1886, The $1,850,000 will be beld by the Central 
Ohio to take up the $2,500,000 old 6 per cent. bonds matur- 
ing in 1890. There are over $700,000 held as a sinking fund 
to be applied to this purpose, and it is believed that the 6 per 
cent. bonds can be refunded and leave a balance of $300,000 
or more in the sinking fund. By the lower rate of interest 
the fixed charges on the loan will be aosout $22,000 less than 
on the present $2,500,000, 

President Garrett, it is stated, has sold to English holders 
of the bonds of the Cincinnati, Washington & Baltimore 
Railroad Co, the entire issue of $4,000,000 of second income 
bonds of that company, the transaction amounting to a 
transfer of the control of the road. It is reported that Mr. 
Garrett has obtained a traffic contract with the purchasers 
which wil] secure to the Baltimore & Ohio the connections 
which it now has. 


Boston & Albany.—At a meeting of the board of direc- 
tors in Boston, Sept. 23, it was voted: . 

‘* That the Treasurer be authorized to distribute to private 

stockholders of the corporation, at the close of business on 
Sept. 23, 1886, one share of stock for every 30 shares held by 
them respectively, and to issue assignable certificates for 
fractional rights, convertible into stock, at the rate of one 
share for every 30 rights, if presented at the Treasurer's 
office on or before Dec. 1 next, in lots of 30 or multiples of 
30.” 
The stock thus to be divided is the remainder of the stock 
purchased from the state of Massachusetts. At present prices 
the distribution is equivalent to a dividend of about 6's per 
cent. on the stock. Single share rights are reported as sell- 
ing at $6.25 on the Boston Stock Exchange. 


Buffalo, New York & Philadelphia.—The earnings 
for August and the eleven months of the fiscal year from 
Oct. 1 to Aug. 31 were: 


--—-August ——-—. -—--Eleven months -—, 

1886. TERS. 1885-86. 1884-85. 
Tee $257.734 $228,849 $2,360,289 $2,129,388 
Expenses... ........ 183,024 166,075 1,847,718 1,617,759 
Net earnings. .. $74,710 $62,774 $512,571 $511,580 


For the eleven months the gross earnings increased #230,- 
950, or 10.6 per cent., and the expenses $229,959, or 14.2 
per cent.. the result being a gain of $991, or 0.2 per cent., in 
net earnings. 


Buffalo Run, Bellefonte & Bald Eagle.—This com” 
pany is now offering its 6 per cent. first-mortgage bonds for 
sale in Philadelphia. The prospectus says that the bonds are 
issued at the rate of $12,500 per mile, and that the road is to 
run from Bellefonte, Pa., to the Pennsylvania Agricultural 
College, a distance of 25 miles, and the rails are laid for 17 
miles. The road passes near large deposits of hematite iron 
ore, and is in a good farming country. 


Camden & Atlantic.—The statement for August and 
the eight months to Aug. 31 is as follows : 








~—— August. —-——, ——Eight months.—— 

886 1885. 886. 1885. 
Earnings.... .... $128,700 $120,459 $440.959 $412.85 
Expenses. .... 53.310 40,895 324.070 290-87 
Netearpings . $75,290 79,664 $116.880 $121,948 
Interest, rentals, etc............. 22. seeeee 68,287 67,278 
a ee $48.593 $54 670 


For the eight months this shows an increase in gross earn- 


| ings of $28,124, or 6.8 per cent.; a decrease in net earnings 
of $5,068, or 4.2 per cent., and a decrease of $6,077, or 11.1 


per cent., in the surplus over fixed charges. 


Chautauqua Lake.—The Westfield & Chautauqua Lake 
and the Jamestown Short Line companies have been consoli- 
dated with this company. The consolidated company has 


capacity of a common carrier, or as an innkeeper as to his under construction a railroad running around Chautauqua 
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Lake with an extension to Falconer, N. Y., on the Dunkirk, 
Allegheny Valley & Pittsburgh road. 


Chicago, Burlington & Northern.—This company’s 
shops at La Crosse, Wis., will be as follows: A peng mill, 
60 by 200 ft.: a paint shop and two car shops, each 90 by 
290; a blacksmith car depot, 60 by 100; another car depot, 
60 by 100; copper shep and brass foundry. 30 by 60; boiler 
shop, 75 b ; blacksmith shop, 75 by 200; machine shop, 


110 by 290; boiler and engine rooms, 40 by 50; coal! chutes, 
with 84 bins, and woodsheds and traasfer tables connecting. 


Chicago, Burlington & Quincy.—On the Grand 
Island Extension of this company’s Burlington & Missouri 
River line track is now laid to Anselm, Neb., 19 miles be- 
yond the late terminus at Broken Bow and 99 miles west- 
ward from Grand Island. 


Chicago & Eastern IJ1linoi-.—The statement for July, 
the first month of the fiscal year, is as follows : 


1886 1885. Increase. P c. 

MDS «in pactuck’h er mee taes $141.250 $114,055 $27,195 23.8 
TRIN 5 bin sess: Sisiscessaks cad 84,529 70,705 13824 194 
Net earnings........... ..... $56 721 $43,350 $13,371 309 


Tt is said that August will meke an equally good show- 
ing. In September there has been some falling off, owing to 
bad weather. 


Chicago, Milwaukee & St. Paul.—This company 
will reduce passenger fares on all its lines in Wisconsin and 
i?) a to 3 cents per mile. The reduction will take effect 

et. 15. 

A Milwaukee dispatch says that the contract for the bridge 
over the Missouri River near Kansas City have been let, 
The contract price is $600,000 for the whole work. The 
bridge will be 1,600 ft. long and 80 ft. above low water. 
Work will be begun as soon as the plans are approved by the 
Secretary of War. 

This company is building this year about 620 miles of new 
road. This amount is divided up as follows: Kansas City 
line, 205 miles; Sioux City line to Astor, 90 miles; Scotland 
Extension, 70 miles; Ipswich Extension, 32 miles; Roscoe 
line, north and south, 60 miles; Ellendale Extension, 60 
miles; Bristol Extension, south, and Madison Extensio 
north, 70 miles. The Dakota extensions mentioned are n 
made for the purpose of developing new sections, but they go 
into regions already so well populated as to require railroads. 


Chicago & Northwestern.—This company gives 
notice that the Winona & St. Peter first-mortgage 7s, which 
will mature Jan. 1 next, will be redeemed at any time on 
presentation at the company’s office in New York at par and 
accrued interest to the date of presentation. There are 
$2,069,000 of these bonds outstanding. 


Cincinnati, Indianapolis, St. Louis & Chicago. 
—The statement for July, the first mouth of the fiscal year, 
is as follows: 











1886. 1884. Increase. P ec. 

IIE: 5.6: snk onacdenanal $213,630 $177,087 $36,543 20.6 

po ere 128,146 110,414 17,732 16.1 

Net earnings.. .....,... #85484 $66,673 $18,811 28.2 
Fixed cherges............ 50.000 S0000 ka 

| $33,484 $16,673 $18 811 112.6 


It is reported that the board has under consideration the 
question of building a second track from Cincinnati to In- 
dianapolis. 


Cincinnati, Sandusky & Cleveland.—As noted else- 
where, the United States Circuit Court has directed the Re- 
ceiver of the Indiana, Bloomington & Western Co. to’pay this 
company the rental due under the lease. 

Stockholders are asked to give their proxies for the ap- 
proaching annual meeting to parties representing the In- 
diana, Bloomington & Western Co., the reason advanced 
being that a board of directors chosen by such votes can 
harmonize the relations between the company and the lessee. 
This is opposed by several of the Boston stockholders, who 
claim that it is necessary to retain an independent board in 
order to protect the interests of the lessor and maintain the 
present lease. 


Cincinnati, Washington & Baltimore.—It is stated 
that during his recent visit to England, Mr. Robert Garrett, 
President of the Baltimore & Ohio Co., agreed to sell English 
holders in this company the $4,000,000 second income bonds 
now owned by the Baltimore & Ohio. These bonds have vot- 
ing powers, and the sale will transfer the control of the com- 
pany to the English holders. 


Cleveland & Marietta.—It is stated that negotiations 
are in progress for the consolidation of this company with 
the Valley Railroad Co., of Obio, making a line from Cleve- 
land, O., to Marietta. 


Covington & Macon.—The Atlanta, Ga., Constitution 
says: ‘‘ Mr. John H. Inman, who has been identified with the 
construction of the Macon & Covington Railroad, announces 
that he has severed all connection with this enterprise, and 
that the Richmond & Danville Co. has no interest whatever 
in this road.” 


_ Cumberland & Alleghe:y.—This company has been 
incorporated to build a railroad from Morristown, Tenn., on 
the East Tennessee, Virginia & Georgia road, to Tazewell. 


Detroit, Bay City & Alpena.—Track ou this road is 
now laid to a point 19 miles northward from the late ter- 
minus at Black River, Mich., and 102 miles from the junc- 
tion with the Michigan Central at Alger. About two miles 
remain to be completed to carry the road to the business sec- 
tion of Alpena. 


Evansville & Chicago.—Surveys are in progress for 
this ergo line, which is to run from Evansville, Ind., 
northwest to St. Francisville, Ill., where it will connect with 
tne Cairo, Vincennes & Chicago road. The distance is about 
43 miles. 

Evansville & Richmond.—This company has filed 
articles of incorporation in Indiana to build a railroad from 
Elnora, Daviess County, through Martin. Bartholomew, 
Decatur, Rush, Fayette and Wayne counties to Richmond, a 
distance of 120 miles. 


Florida Railway & Navigation Co.—Mr. P. Kel- 
ley, of Fernandina, Fla., has the contract for the extension 
of this company’s Southern Division to Plant City. Fla., to 
connect with the South Florida road. Work is to be begun 
at once. 

Fremont, Elkhorn & Missouri Valley.—On the 
Lincoln Branch track is now laid to Swedeburg, Neb., 6 
miles beyond the late terminus at Wahoo and 29 miles south- 
ward from the main line at Fremont. 

On the Scribner Branch work is progressing rapidly avd 
track has been Jaid for 16 miles. This branch leaves the 
main line at Scribner, Neb., 23 miles west of Fremont, and 
is to run west to Shell Creek, 63 miles. 


Georgia, Carolina & Northern.—Notice is given 
of av application to incorporate this company to build a 
railroad from Atlanta through Athens, Ga., and Abbeville, 





S. C., to Monroe, N.C. The applicants promise to begin 
work as soon as the company is organized. 


Georgia Midland & Gulf.—On the First Division of 
this road, which is to run from Columbus, Ga., to a junction 
with the East Tennessee, Virginia & Georgia road in Henry 
County, a distance of 93 miles, work is now well advanced. 
The grading is completed for 40 miles and tracklaying was 
recently begun. The rails are now down for 6 miles from 
Columbus, and the work is progressing steadily. 

On the Second Division, from the East Tennessee crossing 
to Athens, Ga., work has not yet been begun. The company 
has now two locomtives and a number of freight cars, and 
steel rails enough are on hand at Columbus to lay 20 miles of 

rack, 

Gulf. De Funiak Springs & Northern.—This com- 
pany has filed articles of incorporation in Florida to build_a 
railroad in Walton County from Choctawhatchee Bay to De 
Funiak Springs and thence ina northerly direction to the 
state line, a distance of about 50 miles. At De Funiak 
Springs it will connect with the Pensacola & Atlantic road. 


Hanover Junction, Hanover & Gettysburg.—As 
briefly noted last week, the stockholders of this company 
have approved the agreement of consolidation with the 
Bachman Valley Railroad Co., of Pennsylvania, and the 
Baltimore & Hanover Co. The Bachman Valley stockhclders 
have also ratified the agreement and the Baltimore & Han- 
over stockhoiders will vote on it Oct. 2. The Hanover 
Junction, Hanover & Gettysburg has always controlled and 
operated the other lines. 

The consolidated company, which is known as the Balti- 
more & Harrisburg, owns 67 miles of road directly and 12 
miles more through ownership of stock. It is understood 
that the Western Maryland Co. now owns a controlling in- 
terest in the stock. 


Indiana, Bloomington & Western.—In the matter 
of the application of the Cincmnati, Sandusky & Cleveland 
Co. for an order directing the Receiver of this road to pay 
rental! for the leased road, the United States Circuit Court 
gave its decision in Cincinnati, Sept. 28. The decision to- 
day is the Court would not retain the leased road without 
complying with the requirements of the lease with respect to 
rents due, and the Receiver was ordered to pay to the Court 
3314 per cent. of the gross earnings on the basis of the 
Supreine Court decision, which includes 331, per cent. of the 
gross earnings of the division from Dayton to Springfield, 
and the Receiver was warned not to act as a partisan on 
pain of removal. The Receiver was also ordered to put the 
leased line in first-class condition, aud if necessary to use the 
earnings of the Indiana, Bloomington & Western main line 
in doing so. 

Indianapolis, Peru & Chicago.—In Indianapolis, 
Sept. 24, the United States Circuit Court ordered a final de- 
cree of foreclosure and sale to be entered against this road, 
and appointed Mr. W. P. Fishback Master to make the sale 
as soon as the required notice can be given. The Court fixed 
the minimum price as follows : Forthe Indianapolis, Peru & 
Chicago (Indianapolis to Peru, 75 miles), $1,000,000; for the 
Chicago, Cincinnati & Louisville (Peru to Laporte, 73 miles), 
$599,000; for the Michigan City & Indianapolis (Laporte to 
Michigan City, 13 miles), $200,000, The road was for several 
years part of the Wabash system, but was taken from the 
company by the Court, on application of the bondholders. 


Jacksonville Southeastern.—Arrangements are in 
progress for the extension of this road from its present ter- 
minus at Centralia, Ill., eastward to Mt. Vernon, where it will 
connect with the Louisville, Evansville & St. Louis road. 


Kalamazoo, Hastings & Northern.—The stock- 
holders of this company have accepted a proposition from 
some of their number to take the road and build it from 
Kalamazoo, Mich., north to a connection with the Michigan 
& Uhio road, a distance of some 10 miles, and possibly on to 
a connection with the Chicago & Grand Trunk, some 30 
miles. The right of way was secured some years ago. 


Lakeside & Marb!ehead.—This company has been or- 
ganized to build a railroad from a point on the Lake Shore & 
Michigan Southern road near Sandusky, O., to Marblehead 
Point on the north side of Sandusky Bay. The road pro- 
jected is about 7 miles long. The capital stock is fixed at 
$150,000, and the company has voted to issue $110,000 in 
bonds. 


Touisville & Nashville.—The Louisville Courier Jour- 
nal of Sept. 20 says: ‘‘ This company has begun the con- 
struction of another important feeder, in addition to the con- 
necting link with the Richmond & Danville system. This 
road is, hike the latter, a tributary of the Knoxville Branch, 
which is now almost as important as the main stem of the 
L. & N. It is not a prospective line, something which may 
be built, but work has been begun, and has been going on for 
several days. Itstarts at Woodbine, in Whitley County, 
and runs northeast along the valley of the Cumberland River 
to Pineville, in Bell County. It will be 30 miles long, and 
the section intersected abounds in coal mines, and is covered 
with dense forests of valuable timbers. It will pass through 
only two counties, Whitley and Bell, Pineville being the 
county seat of the latter. 

‘**Bell County is almost a terra incognita to the average 
man, being visited only at rare intervals by an adventurous 
newspaper correspondent or mining speculators. It lies in 
extreme Southeastern Kentucky, just north of Whitley, and 
is one of the largest counties in the state, although its popula- 
tion is among the smallest. It is mountainous throughout its 
entire area, excepting the valley of the Cumberland and trib- 
utary streams, and abounds inrugged and romantic scenery. 
The timber interests are large, but owing tolack of transpor- 
tation are but slightly developed. The coal interest, which is 
equally valuable, for the same reason has not been developed at 
all. Pineville, the terminus of the road, isa pretty mountain vil- 
lage of about 300 inhabitants, romantically situated on the 
Cumberland River, and is well known to the readers of the 
Courier-Journal because it is the home of Andy Johnson, 
one of the worst and most troublesome desperadoes in the 
mountains. Very few pe iP in Bell County, excepting those 
who have been brought to Louisville to be tried for moon- 
shining, have seen a railroad. Whitley, the otber county in- 
tersected by the new rcad, has the Knoxville Branch running 
through its borders, : 

‘*Mr. Inman, of New York. a director of the L. & N., and 
one of the hest known railroad men in the country, is a heavy 
owner of lands in Whitley and Bell counties, and he is the 
chief promoter of the enterprise. The road will be completed 
before many months, and should it prove as successful as the 
directors anticipate may be extended further into the moun- 
tains. The valley of the Cumberland River along which it 
runs, although narrow, is very fertile, and the coal and 
timber, with the product of the farms, will furnish a heavy 
traffic. This road will be the first to penetrate the extremely 
mountainous section of Kentucky.” 


Macon & Florida Air Live.—Mr. J. Lane, General 
Contractor, gives notice that he will receive bids for the 
grading, ties, trestles and piling of this road; bids to be 
made either for the whole work or in sections of 10 miles, 
Profiles and specifications for the first 50 miles can be seen at 
his office in Macon, Ga., after Oct. 1. 








Memphis & Charleston.—The statement for July, the 
first month of the fiscal year, is as follows: 








1886. 1885. Increase. P.c. 

Sl ce tree eee $95.46% $83,815 $11,647 13.9 
PINs v.50:0cicicses sheace 74,873 €8,740 6,133 89 
Net earnings.............. $20,510 $15,076 $5,514 36.8 
The road shows a remarkable improvement. The earn- 


ings are still light, however, having been $327 gross and $71 
net per mile in July of this year. 

Mexican Railroad Notes.—The following notes are 
from the Mexican Financier of Sept. 18: 

The concession granted in 1862 for arailway from Pénr- 
jamo to San Felipe, to connect with the Central Railroad, 
has been declared forfeited on account of non-construction. 

The Diario Comercial, of Vera Cruz, devotes a leading 
article to the subject of railroad concessions, and criticises 
the freedom with which they have been granted in the past, 
saying that 99 in 100 have been declared forfeited, 
and that to enable the hundredth to meet its agreements 


the terms of the original concessions have had to be 
modified. While there is some truth in this, it does 
not follow that railroad concession should not be 


granted, but rather that greater care should be exercised 
in giving charters, and this is the present policy of the De- 
nartment of Public Works. It is much more difficult now to 
secure concessions than in the years of the ** railroad boom.” 
The Diario Comercial is of the opiniov that a line between 
this capital and Tixpam cannot succeed, and says: ‘The 
line from Tuixpam to Mexico means something more to the 
government than a subvention. It means the necessity of 
creating there a port which does not exist. And if for the 
works at our port there must be suspended during more than 
a year the funds appropriated to them because it has not 
been possible for tae Treasury to furnish them, is it credible 
that it can, at the same time, attend to the creation of a new 
port at the point of departure of a new railway ?” 


Minnesota & Northwestern.—Tracklaying was re- 
cently begun on the eastern end of the Dubuque & North- 
western, the extension of this road to Dubuque, Ia. The 
rails are reported down to a point 17 miles northwest of 
Dubuque, and 9 miles beyond Durango, which place they 
reached several months ago. 


Missouri Pacific.—<A contract has been let to Carlisle 
Brothers, of Pueblo, Col.. to build a branch from Weeping 
Water, Neb., to Nebraska City, about 20 miles. 

On the new branch running from Greenville, Tex., on the 
eastern arm of the Missouri, Kansas & Texas Division south- 
west to Dallas on the Texas & Pacific, work jis f{uow pro 
gressing rapidly. The road is reported finished from Green- 
ville southwest 16 miles. 


Montreal, Portland & Boston.—A Montreal dis- 
patch of Sept. 28 says : ‘* The Court of Appeals has rendered 
judgment in the case of J. L. Morris, appellant, against the 
Connecticut & Passumpsic Rivers Co., respondent, reversing 
the decision of Justice Johnson, in the Superior Court, given 
in favor of the railroad company two years ago. At that 
time 7,924 shares of the Montreal, Portland & Boston Rail- 
way were sold by the sheriff here at auction on a judgment ob- 
tained by Mr. O’Halloran, Q.C., against Mr. Barlow, President 
of the road, and were purchased by Mr. Morris. The Pas- 
sumpsic Co. entered action in the Superivr Court to set aside 
the sale on the ground that the stock should not have been 
sold en bloc. Justice Johnson annulled the sale, when Mr. 
Morris appealed from the judgment, which the full Appeal 
Court has reversed, declaring the sale to be good and laying 
it down that the sheriff could not do otherwise than sell un- 
der the warrant of the Court which he held. The company 
has given notice of an appeal to the Privy Council. 


New Orleans & Gulf.—This company has been incor- 
porated in Louisiana to build a railroad from a point of junc- 
tion with the Shell Beach Railroad, at or near Poydras Land- 
ing, in the parish of St. Bernard, toa point at or near the 
Quarantine station, as now established on the Mississippi 
River, or such other point between Poydras Landing and 
the Quarantine station, or beyond it, as may hereafter be de- 
termined; and also to operate steamboats, tugs, barges, fer 
ries, docks and elevators in connection with the railroad. 


New York, Lake Erie & Western.—This company’s 
statement for August and the eleven months of the fiscal year 
from Oct. 1 to Aug. 31 is as follows, the figures including 
68 per cent. of the gross earnings and all the working ex- 
penses of the leased New York, Pennsylvania & Obio road : 


———— \ugust -——-— ——-Eleven months.-—— 

1886 i885. 1885-86. 1884-85. 
Earnings...... $°.051.695 $1,737,458 $20,260,171 $17.098,908 
ixpenses ...... 1,478,602 1,233,854 14,478,050 13,089,302 











Net earnings. $573,093 $503,604 $5,782,121 $4.0L9 606 

For the eleven months the gross earnings increased $3,161,- 
263, or 18.5 per cent., and the expenses $1,388,748, cr 10.6 
per cent., leaving a gain in net earnings of $1,772,515, or 
44,2 per cent. 

The earnings of the Erie lines proper, excluding all earn- 
ings and expenses of the leased line, were : 


—-——-August ———— -——-Eleven months.-—- 
£6 85 5 


1886. 85. 1885-86. 1884-85. 
Earnings.......$1,659,119 $1.437.348 $16,479 412 $13,.985.080 
Expenses... 1,101,421 £09,390 ~=—-10,790, 960 9,775,160 











Netearaings.. $557,698 $527,958 $5,688,452 $4,209,980 

Here there was for the eleven months an increase in gross 
earnings of $2,494,332, or 17.8 per cent., and an _ in- 
crease in expenses of $1,015,860, or 10.4 per cent, leaving 
a gain in net earnings of $1,478,472, or 35.1 per cent. 

For the eleven months this year che Erie’s proportion of 
the gross earnings of the New York, Pennsylvania & Ohio 
amounted to $3,780,759, and its working cxpenses to 
$3,687,090, showing a profit on the lease of $93,669 ; against 
a loss of $200,374 last year. 

New York, New Haven & HUartford.—It is re- 
ported that the directors are considering the question of a 
general reduction of passenger fares on this road. 

New York, Susquehanna & Western.—About 10 
o'clock on the evening of Sept. 25, as a freight train on this 
road was passing over the bridge across the Passaic River at 
Dundee Lake, N. J., one span of the bridge went down, 
carrying with it six cars loaded with merehandise, The en- 
gineer saw that the bridge was giving way and opened the 
throttle wide, breaking a coupling and carrying the engine 
and tender forward into safety, while the rear cars remaimed 
on the bridge, stopping just the other side of the gap. The 
train was running slowly at the time. 

The span which fell was 132 ft. in length and had been in 
use only a few weeks. It was of iron and had been put up in 
place of an old wooden span, the company having arranged 
some time since to replace the old bridge which had been in 
use since the road was first built. The iron was supplied by 
the Passaic Rolling Mill Co., of Paterson, N. J., but the span 
was erected by the company’s bridgemen, under charge of its 
Bridge Superintendent, That officer is considered a careful and 
competent man,and from all the facts ascertained so far,it ¢ oes 
not appear that there was any fault in the material or in the 
erection. From the manner in which the span fell and the 
position of the wreck, it appears altogether probable that one 
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of the cars was derailed in some way, just as it was entering 


Peoria, Decatur’ & Evansville.—The gross and net 


the bridge, and struck the end-post of the truss with sufficient | earnings for July and seven months were as follows : 


force to move the span from its seat on the pier. It may be 
added that the guard-rails and timbers had not yet been put 
in place. 

The fall of the bridze interrupted traffic for several days, 
freight business being ieee altogether and passengers 
transferred across the river. The material for a second span 
of the same length had been delivered to the company and 
this span was put up in place of the broken one as rapidly as 
possible. 

The gross and net earnings for August and for eight months 
were as follows : 


——-—August.——— —~-Eight months.—-— 

1886 1885. 1886. BRA. 1 

Earnings...... $94,846 $101,353 $696,475 $689 165 
Expenses...... 55,806 53,389 405 859 380,777 
Net earnings. $39,040 $47,964 $290,616 = $317.388 


For the eight months the gross earnings decreased $1,690, 
or 0.8 per cent., and the expenses increased $25,082, 01 9.6 
per cent., the result being a decrease of $26,772, or 8.5 per 
cent., in net earnings. 

Norfolk & Western.—The statement for August and 
the eight months to Aug. 31 is as follows : 


——aAugust.—— -——Eight months.—— 
1886. 1885. 1886. 1885. 











Passengers, etc.... .. $96,804 $62.190  $388.051  $385,: 96 
_ ebaiaagcegiabe 290,603 18%,006 1,605,023 1,812,105 
i is sal $287 407 $250,196 $1.993.074 $1.697.701 
Expenes.... 1... | °164.488 145,282 1,210,946 1,076 526 
Net earnings.. . ...8122.919 $104,913 $782,128 621,175 
Per cent. of exps... . 57 58 61 63 


For the eight months the gross earnings increased $295,373, 
or 17 per cent., and the expenses $134,420, or 12 per cent., 
the result being a gain of $160,953, or 26 per cent., in net 
earnings. 


Northern Central.—The statement for August and the 
eight months to Aug. 31 is as follows : 











-——-August.-—— ——Eight months.—-— 

18886. 1885 1886. 885. 
Earnings........ $502,027 $451,370  $3.533.889 $3,460,885 
Expeuses .. 303.296 27U.886 2,314,020 2,126,142 
Net earnings .$198731 $18048t $1,219.869 $1.334.723 


For the eight months the gross earnings increased $73,024, 
or 2.1 per cent., and the expenses $187,878, or 8.8 per cent., 
the result being a decrease of $114,854, or 8.6 per cent., in 
net earnings. 


Northern Paciidc.—The report of Vice-President and 
General Manager Oakes, which was not included in the 
annual report from which an abstract was made last week, 


7S: 

%, The decrease of revenue from through freight was $262,- 
122, and the decrease in revenue from through passengers 
was $107,166. The decrease in passenger pool and _ subsidy 
earnings was $119,191. The decrease in San Francisco 
freight subsidy and pool earnings was $340,531, and 
the decrease in through freight earnings $262,122, 
being an aggregate decrease from these sources of $829,- 
010. Adding $104,100 as the decrease in other items, 
the total decrease is $933.111, which, substracted 
from the increase of $1,497,797. leaves a net increase 
from local business of $564,686, which not only offsets the 
decrease in through freigbt and passenger earnings and the 
loss of the California subsidy, but 1s also sufficient to provide 
for increased fixed charges and leave a surplus of $111.200 
over and above all charges against income. An important 
point is that this source of income cannot be seriously affected 
in the future by the rivalry of other transcontinental lines, 
und that it must steadily grow with the development of the 
immense and comparatively new tributary territory. 

“Tbe dissolution of the Transcontinental Association in 
ebruary last and the subsequent cutting of through passen- 
ver and freight rates to the Pacific Coast points caused a 
heavy falling off in earnings from through business, and the 
situation was further aggravated by the unsatisfactory traf- 
fic relations with the Oregon Railway & Navigation Co., 
which took advantage of its command of two Eastern con- 
nections to insist that an undue share of the losses arising 
from the unremunerative rates should fall upon those lines ; 
as in point when the rate from Chicago to the Pacific Coast 


fell to 65 cents per hundred, the Oregon Railway & 
Navigation demanded and obtained 28 cents per hun- 
dred for its haul of 213 _ miles from Wallula 


Junction to Portland, leaving the Northern Pacific only 28 
cents per bundred for its haut of 1,699 miies from St. Paul 
to Wallula Junction. At the same time the Oregon Rail- 
way & Navigation exacted nearly twice its local first-cl»ss 
passenger fare out of the reduced through rates. The com- 
yletion of the Cascade Division this year will give the 
Northern Pacific a line of its own to Portland by way of 
Tacoma, and will release it from a situation wh‘ch makes 
possible such an unfair division of revenue. 

‘The statement of the live stock transported during the 
last five yearsshows: 1882, 13,000 head cattle; 1883, 41,- 
140: 1884, 77,320; 1885, 68,860; 1886, 47,500 head cattle 
and 32,000 sheep. Some grazing territory was lost on the 
south and north of the road by the competition of new roads, 
but portions of Minnesota and Dakota are now supplied with 
horses from Oregon and Washington, about 3,000 head 
having been shipped last year.” 


Ohio & Mississippi.—This company notifies holders of 
the Springfield Division bonds that the privilege granted of 
exchanging the outstanding Springfield Division bonds for 
the first general mortgage bonds of the company is with- 
drawn. 


Ohio River.—Work is progressing rapidly on the exten- 
sion of this road from Parkersburg, W. Va., to Point Pleas- 
ant. The tracklayers, who began work at the southern end, 
have now reached a point 24 miles north of Point Pleasant. 
The extension is 79 miles long in all, and the contractors ex- 
pect to finish work by the end of the year. 


Pennsylvania.—The statement of the business of all 
lines of this company east of Pittsburgh and Erie for August, 
1886, as compared with the same month in 1885, shows an 
increase in gross earnings of $629,085, an increase in ex- 
penses of $373,051, and an increase in net earnings of $256,- 
033. The eight months of 1886 as compared with the same 
period of 1885 show an increase in gross earnings of $3,231,- 
228, anincrease in expenses of $1,404,851, and an increase 
in net earnings of $1,826,377. 

Carrying out these differences we have the following state- 
ment : 





—— Eight monthbs.-—— 
1886 








1886 1885. 1885. 
Earnings....$4,585,391 $3.956,306 $32,192,234 $28,961.006 
Expenses.... 2,680,345 2,307,294 21,057,132 19.632.271 

Net earn. .$1,905.046 $1,619 012 $11,155.10? $9,328.735 
P, c. of exps 58.5 58.3 65.3 67.8 


All lines west of Pittsburgh and Erie for the eight months 
of 1886 show a deficiency in meeting all liabilities of $344, 
206, being a decreased deficiency as compared with the same 
period of 1885 of $810,053. 


——July.—-— Seven months.—, 


1886. 1885. 1886 1885. 

Earnings ...........2. se. $73,343 $53.799 $410.710 $382,288 
OS PRO eR. 34,590 30,141 228,759 225,320 
Net earnings ............ $48,953 $22.658 $181951 $156 968 


For the seven months the gross earnings increased $28,422; 
or 7.4 per cent., and the expenses $3,439, or 1.9 per cent. ,the 
result being a gain of $24,983,or 15.9 per cent., in net earn- 
ings. 

Philadelphia & Reading.—A Philadelphia dispatch 
of Sept. 24 says: ‘There is only one obstacle to the easy 
progress of the present Reading reorganization plans toward 
a consummation, and that is the obstructive attitude of the 
Barker Whartou-Kemble syndicate that holds the controlling 
interest in the consolidated 5 per cent. loan. In the event of 
foreclosure under the general mortgage, it is claimed for the 
consolidated fives that they would be entitled to assume the 
leases of both the North Pennsylvania and the Bound Brook 
roads, upon which their mortgage is regarded as 
a first lien. This claim, it is said, is disputed 
by eminent legal authority; but whether this_ is 
so or not, it is contended in behalf of the interests favorable 
to the existing plan of reorganization that without the pres- 
ent connections the North Pennsylvania and Bound Brook 
lines would be a nonentity su far as a direct line between 
New York and the business centre of Philadelphia is con- 
cerned. They havenow the use of the Reading and Jersey 
Central terminals, for which they pay a merely nominal ren- 
tal, if any at all. 

“It 1s claimed that, should the Reading lose the North 
Vennsylvania, it could, by constructing one mile of new road 
from Tabor Junction on the North Pennsylvania Railroad, 
to which it has a direct line from Ninth and Green streets, to 
Crescentville, connect there directly with the Newtown 
Road, which is controlled by Reading. From Newtown, to 
which point the road is now operated, it is said a new 
parallel road to Bound Biook could easily be built in 
a short time, the distance between the two points being 
only 30 miles. This could be done and connection 
made with the Jersey Central near Bound Brook, 
at a total expenditure of $1,643,000. As worked at 
present the North Pennsylvania Railroad is very profitable 
to the lessee, but should it fall into strange bands it is con- 
tended that the Reading could then divert to its own lines 
the heavy passenger traffic now carried to Ninth and Green 
streets on the North Pennsylvania from connections with the 
Lehigh Valley and Lehigh & Susquehanna railroads at Beth- 
lebem and Allentown. The large anthracite tonnage now 
shipped to this city and elsewhere on the North Pennsylvania, 
if diverted to other channels, would also detract greatly from 
the earning power of that line.” 

The Receivers’ statements give the earnings of the railroad 
for August and the nine months of the fiscal year from Dec. 
1 to Aug. 31, as follows: 


-—-——August.——_ — ~——Nine months.—— 
1886 885 886 885 


b 1885. i 5. 
Earnings ...... $2.808.268 $2,940,719 $21,584.781 $20,608,366 
Expenses ...... 1,559,706 1,526,756 12,799,965 12,416,157 

Net earnings $1,248,562 $1,413,993 $8.784.816 $8,192,209 

For the nine months the gross earnings increased $976,- 
415, or 4.7 per cent., and the expenses $383,808, or 3.1 per 
cent., leaving a gain of $592,607, or 7.2 per cent., in gross 
earnings. 

The traffic reported for the railroad lives is as follows: 


——-August.—-— -——Nine months.—— 

1886. 1885. 1886. 1885. 
Was GHEE conse ccwnvene 1,180 686 1,266,675 9.125.681 8,617,948 
Tous merchandise..... 956,258 781,108 7 806.174 5.928.890 
Passengers...... . ....2,675.00) 2,288,489 18,836 732 17,165,835 
Tons cual on colliers.. 53,068 49,252 390,746 403,826 


For the month there was a large increase on everything 
but coal ; for the nine months the coal tonnage also shows a 
considerable gain. 

The statement for the Philadelphia & Reading Coal & Iron 
Co. is as follows : 











————August.—_———. ———-Nive months.-— -— 
886. 1885. 1886. 885. 
Earnings. . . $1.501 421 $1,417.%88 $10,574,916 $10,492,857 
Expenses...... 1.682 962 1.395.480 12.188,740 10,692,407 
Deficit....... $1814541  *§22,408 $1,613,824 $199,550 
* Profit. 


For the nine months the gross earnings increased $82,059, 
or 0.8 per cent., and the expenses $1.496,333, or 14.0 per 
cent., the result being an increase of $1,414,274, or 708.7 
per cent., in the deficit. 

The coal mined from the company’s lands was as follows : 


-——August —— -—-Nine mopths.-— 

1886 1885. 1886. 1885. 
Ry company ... . ... ....527,613 592.525 3,901.2453 3,565.4586 
ae 50,588 77648 433,670 557,360 


RS a, .578.201 670.173 4,334,922 4,122,946 


The total output shows for the month a decrease of 91,972 
tons, or 13.7 per cent.; for the nine months, an increase of 
211,976 tons, or 5.1 per cent. 

The joint statement of net earnings of the two companies 
is as follows : 





- st.——— 


-—-Nine months —— 
1886. 1885 856 1885 
Railroad Co. net..$1,248,562 $1,413,993 


$8,784,816 $8,192,209 
Coal & Iron Co, 
deficit....... . "181,541 —- *22,408 «1,613 824 «199,550 
Total net....... $1,067,021 $1,436,401 $7,170,992 $7,992,659 
~ * Profit. 


The decrease in the net total for August was $369,380, or 
25.7 per cent.; for the nine months, $821,667, or 10.3 per 
cent. As the expenses reported do not include any payments 
for interest or rentals, the net earnings given above are the 
sums from which all fixed charges are to be met. 

The Philadelphia, Wilmington & Baltimore Co. has brought 
suit to terminate the lease of its Chester Branch to this com- 
pany. This branch was originally the main line, and when 
a new line was built out of Philadelphia the old road was 
leased to the Reading on condition that it should be used for 
freight only and not as a competing line to the Jessor com- 
pany’s road. It is now claimed that the Reading has vio- 
lated the conditions of the lease by using the branch as a con- 
an ~sd which business is exchanged with the Baltimore 

¢ Ohio line. 


Pittsboro.—Work 1s progressing steadily on this road. 
The grading is now nearly all completed and the track is laid 
for 8 miles, The road wil namie f be completed in October. 
It will extend from Moncure, N. C., on the Raleigh & 
Augusta Air Line, west to the old town of Pittsboro, a 
distance of 11 miles. 


Pit'sburgh, Painesville & Fairport.—Arrange- 
ments have been made to lease this road to the Pittsburgh & 
Western Co., and meetings will be held next week to ratify 
the lease. The road extends from Youn wn, O., to Fair- 





port on Lake Erie, 6244 miles. It was formerly the Paines- 
ville & Youngstown, and was sold under foreclosure in June 


last. The purchasers organized the present company and 
have changed the road from 3 ft. to standard gauge. The 
company owns water front and docks at Fairport, and the 
road is ex to do a considerable business in coal and iron 
ore to and from the lake. 


Pittsburgh & Western.—This company’s stockholders 
will vote Oct. 7 on the question of leasing the Pittsburgh, 
Painesville & Fairport road, formerly the Painesville & 
Youngstown. The lease will give this company a line to 
Lake Erie at Fairport and a share in the ore traffic from the 
lake to Pittsburgh. 


Poughkeepsie Bridge.—The contract for the piers 
and substructure has been let to Dawson, Symmes & Ussher, 
a well-known contracting firm,and they have made a pre- 
liminary examination of the ground, with a view to begin- 
ning work as soon as possible. 


Pullman's Palace Car Co.—Some indications of the 
facilities of this company can be gathered by its servicc over 
numerous railroad lines in conveying passengers to and from 
the almost numberless reunions, cakes and conventions 
that have been held during the summer. During the past 
month alone 250 special or chartered cars have been concen- 
trated at the principal points of the country. The company 
furnished 125 special cars for the reunion of the Grand Army 
of the Republic at San Francisco and 53 cars for the excur- 
sion to Los Angeles. The annual meeting of the Sovereign 
Grand Lodge of Odd Fellows in Boston last week called for 
55 cars, besides a large number for local points. The trien- 
nial conclave of Knights Templars at St. Louis called for 
200 extra or chartered cars. The unusual demands that 
have thus been made on the company were met with prompt- 
ness and general satisfaction to the traveling public. 


Raleigh & Augusta Air Line.—The grading of the 
extension from Hamlet, N. C., to Cheraw, 8S. C., is now 
nearly completed. Tracklaying was recently begun. and the 
rails are reported down for 5 miles from Hamlet. 


San Franciseo & North Pacific.—Surveys are in prog- 
ress for an extension of this road from Cloverdale, Cal., to 
Ukiah and thence into the lumber regions of Humboldt and 
Mendocino counties. 


St. Joseph & Grand Island.—As heretofore noted, 
this company has decided to build some 200 miles of branch 
lines in Nebraska. A circular bas been issued to the stock- 
holders of the company, offering them rights in the new lines 
which are to be built by separate companies. Stockholders 
who are of record on Oct. 16 are to be given for each $1,000 
(par value) of stock owned the right to subscribe for the new 
securities on these terms. For $500 in cash the owner of 
$1,000 Grand Island stock will get $500 in 5 per cent. first 
mortgage gold bonds of the new company and $250 of the 
new company stock, 20 per cent. of the $500 to be paid in 
cash before Nov. 1, when the subscription rights expire, and 
10 per cent. monthly thereafter. 

he new lines are torun through a fertile and settled ter-' 
ritory as productive as that now belonging to the Grand 
Island main line. The new lines, it is estimated, can be con- 
structed and equipped for $15,000 per mile. They will be 
bonded for $15,000 a mile, and stock for that amount will be 
putonthem. Securities that are not subscribed for go into 
the treasury of the St. Joseph & Grand Island and the Union 
Pacific companies in consideration of the joint indorsement 
by those companies of the bonds through a traffic agreement 
of ‘such a nature as to insure the prompt payment of interest. 
The plan ty ee will produce $2,300,000 in cash. Twenty 
miles of the the new line from Fairfield through Clay Centre, 
in Clay County, to Sutton, will be in running order in 60 
days, and 75 miles will be ready for operation by the end of 
December. 


Securities on the New York Stock Exchange.— 
The Governing Committee of the New York Stock Exchange 
has placed the following securities on the lists : 

Buffalo, Rochester & Pittsburyh, $4,800,000 common 
stock. After Oct. 6 this will take the place of Central Trust 
Co, receipts for Rochester & Pittsburgh stock. 

Peoria, Pekin & Union, $1,499,000 second-mortgage 414 
per cent. bonds, replacing the same amount of income bonds 
stricken from the list. 

Spokane d& Palouse, $688,000 first-mortgage 6 per cent. 
bonds, running until 1936. 

Texas & Pacific, Ceuxtral Trust Co. receipts for income and 
land grant bonds deposited. 


South Chicago & Indiana.—This company has filed 
articles of re in Illinois to construct a railroad 
from a point in Hyde Park, Cook County, near Ninety-fifth 
street, to Globe Station, on the Pittsburg, Cincinnati & St. 
Louis Railroad, in tre town of Thornton, with a line branch- 
ing from its main line at or near its point of intersection with 
the Chittenden road, near Hegewisch, thence running south- 
easterly to a point on the Indiana state line, and also with 
one or more tracks upon the main line as branches, with such 
connecting tracks, spars, etc., as will enable it to connect 
with any or all business establishments upon or near said line 
of railroad. The principal business office will be in Chicago 
and the capital stock is $100,000. 


South Florida.—The gauge of the main line of this road 
from Sanford, Fla., to Tampa, 115 miles, was changed from 
3 ft..to 4 ft. 9 in. on Sept. 20. Preparations for the change 
bave been in progress for some time, and the change was 
quickly and successfully made. The branches will also be 
changed shortly. 


Spokane & Idaho —This company has been organized 
at. Helena, Mon., to build a railroad from the Norther Pacific 
at or near Rathdrum to Coeur d’Alene, the centre of the 
mining district of that name. 


Syracuse & South Bay.—Surveys for this road have 
been completed and the company announces that the work of 
building the railroad from Syracuse, N. Y., to Oneida Lake 
will begin at once. The company has authorized the issue of 
$200,000 in 6 per cent. gold bonds, which are to be a first 
mortgage upon the property. . The road isto be 13!¢ miles in 
length and will be standard gauge and laid with steel rails. 


Toledo, Cincinnati & St. Louis.—Thesuit of Kneeland 
vs. the Toledo, Cincinnati & St. Louis Co. involving #300,- 
000 terminal property, was up for hearing at Cleveland last 
week ip the United States Circuit Court. Kneeland pur- 
chased the road under the main line mortgage. and claims 
the valuable terminal property as covered by that mortgage, 
prior to the issue of the terminal bonds on the same property. 
After long arguments the further hearing was postponed 
till December. 


Valley, of Ohio.—A Cleveland dispatch of Sept 24 
says: ‘The officials of the Cleveland & Manetta and the 
Vailey railroads have beer conferring two days in regard to 
a consolidation. The plan is to consolidate the capital stock 
and unite the two corporations into one. The capital stock 
of the Cleveland & Marietta is $1,547,000, and the funded 
debt $1,000,000 more. The Valley has a capital stock of 
$1,257,397, $1,600,000 first mortgage bonds, and an author- 





ized issue of $4,000,000 consolidated bonds, of which less 
than $1,000,000 has been issued. President Wade says no 
contract has been signed and the matter is yet open, waiting 
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for the Marietta to be put into a physical condition equal to 
the Valley and construct the connecting link.” 


Wabash, St. Louis & Pacific.—In the United States 
Court at St. Louis, in the case of the Central Trust Co. and 
James Cheney, trustees, against this company, the Court or- 
dered the plaintiff to deliver to the Purchasing Committee 
the three several deeds to the property pure hased, It was 
also ordered that from any surplus in their hands arising 
from the operation of the property in their charge, over and 
above necessary operating expenses, the Eossivars are author- 
ized to pay coupons on bonds secured by mortgages superior 
in right to the mortgages foreclosed. 

A committee of first-mortgage bondholders of the Wabash 
system east of the Mississippi. consisting of Messrs. Frederick 
N. Lawrence, Benjamin Romaine and Edward Oothout, 
have prepared an answer tothe modified plan of the Pur- 
chasing Committee. In it they state that they consider 
themselves free to protect the interests of the first-mortgage 
bondholders to the fullest extent, and they decline to avail 
themselves of the authority given them by the bondholders 
who have,already signed to accept 5 per cent. extended bonds. 
The committee of second-mortgage bondholders also append 
their concurrence in general terms to the propositions of the 
circular, contending that their coupons should be paid before 
any interest on securities junior to their own. 


West Jersey.—This company’s statement for August and 
the eight months to Aug. 31 is as follows: 











——August.—-— -—Eight months. 

- 18x86. 1885 1856. 1885. 
II ond hc a.wide ees $217,918 $21°2.639 $943.414 $892,987 
Expenses 104,01 93.013 580,917 537,059 
Net earnings.......... $1 13, 327 $119,626 $362,497 $355, 878 
Interest. rentals, tC. ........00- oc c.cccccces 226,16L 218,604 
Re ee A lasineiene> tied Gio: me kacens $136,332 336 $137, 274 


For the eight months thawte was aun increase in gross earn- 
ings of $50, 477 7, or 5.6 per cent.; an increase in net earnings 
of "36,619, or 1.9 per cent., and a decrease of $938, or 0.7 per 
cent., in the surplus over fixed charges. 


Western Maryland.—It is reported that this company 
has secured a controlling interest in the Baltimore & Harris- 
burg, the new company “formed by the consolidation of the 
Hanover Junction, Hanover & Gettysburg and its leased 
ines 


West Penn & Shenango Connecting.—The trus- 
tees have begun proceedings to foreclose tho first mortgage 
on this road. The line extends from Coaltown Junction, 
Pa., to Butler, 19!¢ miles, and was built to give the She- 
nango & Allegheny road a connection with Pittsburgh. 

West Virginia & Ohio.—This company has been incor- 

orated to extend the New River Branch of the Norfolk & 

Vestern Railroad from Pocahontas, Va., to Charleston, W. 
Va.; the principal office to be at Bramwell, W. Va. The 
corporators are all Philadelphia parties. 








ANNUAL REPORTS 


The follewing is an index to the annual reports of rail 
companies which have been reviewed in previous numbers of 
the curreat volume of the Railroad Gazette: 





age. P. , 
Alabama Great Southern.. 423 Louisville, N. Albany & Chi....255 

- Tex. & Pac. June. + 3 Maine Central.. 48 
Allegheny Valley Casnedscncseset 588 Manchester & Lawrence 
Alllance, Niles & Ash. 
Americus, Preston & Lump.. 
Ashtabula & Pitt- burgh.. 
aichison, Top. & Santa Fe. 
Atlanta & West Point.... 
Atlaniie & N. Carolina... 





414 
1 Marquette, Houghton & Ont .. 
% Massillon & Cleveland 651 
> 
> 













Memphis & Charleston. . 
Mexican Central 
Michigan ‘Jentral.. * : 
Michigan & Ohio.... ... ........ 58 
wUN & Pacific Mil.. Like Shore & Western... 
B. Employes’ Relief As’n.345 Minnesota & Northwestern.. 
je Aone Philadephia. os Oe 3 Mississippl & Tennessee ...... 
Ray View, L. Trav. & Mackin. .632 Missouri, Kansas & Texas.. 
Boston & Lowell............ Missouri Pacific eee. 
Boston & Maine...... Mobile & Girard.. 
Boston a! Providence 15 Montpelier & Wells River... 
Buffalo, Y.& Philadelphia... Nashua & Lowell........ mS 
Bur., Coda Rapids & No.. Nashville, Chatta. & St. L....! 534 
Cairo, Vincennes & Chicago. Natchez, Jackson & Col........ 104 

























Camden & Atlantic.......... ESS a 
Canadian Gov’t Railroads New Brighton & New Castle. 
Canadian Pacific........... New Castle & Beaver Valley. ..6: 
Carolina Central.... “a 366 New Haven & Northampwton.. .208 
ComSral POC. .0s6 veces cssescae New London Northern ......... 2 
Charlotte, Col. & Augusta...... 155 New Orleans & aerpeen. -..423 
eee S94 N.Y., Chicago &St.L .. ..... si 
Chesapeake & Dela. | Canal.... 414 N. ¥.'& New England .. ...... 16 
Chesapeake & Ohio ........... “240 N.Y.,N. Haven & Hartford... 23 
oO Se ° N. Y., Cntario & Western. 3 
Chicago & Alton......00.00: N. Y., Providence & Boston.. 

Chi., Soritagton & Quiney: 292,308 N.Y. Railroad Commission. . 33 
Chi. & Grand Trunk......... 24 N. Y., Susquehanna & Wes. 139 554 
Chi., Milwaukee & St. P ...208 N. Y., West Shore & Buffalo... 58 
Chi. & Northwestern....... 414,: Norfolk & Western.. ..... 104, 










85 
Chi., Rock Island & Pac.. “588, 423 Northern Central.. 
Chi, St. P., Minn. & Omaha....256 Northern Paerfic 
Chi, St. L. & Pittsburgh....... 824 
Chi. & Western Indiana.. .. 
Chi. & West Michigan —......5£ 5; 


Norwich & Worcester 
Northeastern (South Carolina).. 
Northern (New Hampshire).. 





ee eee 636 Northwestern Ohio.. 
Cin., apiece & Da * pesened 485 po ay ya | & = Champiain 
J =e 6858 Ohio & Mississippi............ .. 


Cin., Ind., 174 

Cin. & ita Valley. 394, 652 Oregon & a - 553 

§ in., N. Orleans & Tex. Pacific. 140 Pacific Mail Steamship Co......518 
xt 





















Cin., Richmond & Ft. Wayne..652 Panama........ 

Cin, & Lay 4 bana (beeenieaee 208 Pennsylvania Company... 

Cin., Wash. & Baltimore....... 518 Pennsylvania & New xOrk. : 
faeea Mirom & Cah. .0..008 :n0s 636 Pennsylvania Railroad ..... 
Cleveland & nage ag Peoria, Decatur & Evansvilie...102 
Cleve., Col, Cin. Philadel "> Reading........ 48 
Cleve., Lorain & Wheeling, Phila., Wil. & baltimnone.. .807 
Cleve. & Pittsbu PERE 152 Puibarsh, Cin. & St. L ..... 04 
Cleve., Youngstown & Pitts....622 Pittsburgh, Ft. Wayne & Chi 51 
Columbia & Greenville, ....... 174 Pittsburgh & Lake Erie......... 68 
Col., Hocking Vy. & Tol.. Pittsburgh Junction............. 85 
| eee 367 «=Pitts., McK. & Youghiogheny... 68 
Connecticut River.. Pitts., Wheeling & Ky.... .... 394 
Consolidation Coal Co Portland & Ogdensbara Keeenss 4 
Cumberland Vailey.. Rind Providence & Worcester ...... 120 
Del. & Hudson Canal Go| °. Richmond & Alleghany......... 86 
Del., Lacka. & Western.. Richmond & Danville.......... 85 
Denver & Rio Grande.. Richmond, Fred. & rotomac. . 86 
Denver & Rio Gr. Western Rochester & Pittsburgn......... 86 
Des Moines & Fort Dodge.. Rome. Wat. & Ogdensburg . 85 


Detroit, Lansing & No... 
Detroit, Gd. Haven & Mil. 
Dublin & Wrightsville... 


Seer ° 
St. L., Alton & Terre Haute... 
Sct. L, Iron Mt. & Sc 





East St. L. & Carondelet... ... 65 1 St.L . San Brancisoc. 192, 343, 8 
East Tennessee, Va. & Ga.5¥5, 622 St. L., Van. & Terre Haute..... 2 
Erie & Pitteburgh........... ... 651 St. Paul &Duluth .15d 
Ce en St. P., Minn. & Manitoba......594 


Fiint_& Pere Marquette. 
Fort Wayne, Cin. & Louis 
Fremont, Elkhorn & Mo. Vy. 


Savannah, Fla. & Western 
Scioto Valley 


Shenandoah Valley 


Galveston, Houston & Hen.....: Sioux City & racific..... 

Georgia Pacific............. ---..272 South Carolina.... 

Grand Rapids & Indiana...... Southern Pacific (Cal. ). 

ne ag Eh a, are 324 Southern Pacific Co............ 
Gulf, Colorado & Santa F 454 Sou. Ry. SSneeenenap ace n. 
Hanover Junc , Han. & Get’ g.414 Stewartstown................... 308 


EERE .-192 Terre Haute & Indianapolis ...470 
Bouston & Texas oe Sake 272 Terre Haute & Logansport....470 
Huntingdon & hae Top Mt... 7” Tol., Ann pres & N. Mich..... 621 
Illinois Centra Traverse -» 6: 


Indianapolis & ‘Si Louts ....... ‘208 ‘Troy & Gre enfield”. oo 2a 
Indianapolis & Vincennes...... 652 Union Pacific......... 39, 666 
— & Gt. No......... 367 Utica & Black River... 00 B7Z 
RE See a errr 498 Vicksburg & Meridian ......... 


Jelt., Madison & Indiana lis..652 Vicksburg, soeeewees & FP.. 
Kans. City, Ft. Scott & Gulf. J4n6 Virginia Midlan 


Kans. City, ————_ & Mem.485 Western Maryl ol Sasnece 
Kansas — nion Depot Co...256 Western North Carolina 
Lake Shore & Mich. So.23, 323. +4 Le ere eraet 


= 


Yoon Wilmington, Col. & Augusta.. 
Lehigh Coal & Navigation Co.. 140 Wilmington & Northern 


jaan ¥ NN , okis ies Bonnie 68,224 Wilmington & Weldon . oa 

Leh. & W Wisconsin Central........ ..... 553 
Worcester, Nashua & Roch.....196 
Wrightsville & Tennille ........ 11251 



















St. Paul, Minneapolis & Manitoba. 


The mileage owned and os by this company at the 
close of its last fiscal year, June 30, 1886, was as follows: 





Miles. 
St. Paul, Minn., to Manitoba boundary........ .. ....... 390 98 
Minoeapolis Junction to Breckenridge ... ... ............ 205 05 
Breckenridge Junction to penal oki < ver eaeeeee 207 .57 
Branches ... ia ceeded eeanel aes heneenkesciade cn.0 se See 
Raa SipckKod Cukalétaceledass Lie edas ates ease tee 1,509.45 


There are 28.45 miles of second track and 219.49 miles of 
sidings. Of the total mileage of track 1,088.20 miles are 
laid with steel. Of the mileage of main line 998.32 miles 
are in Minnesota and 511.13 miles in Dakota. 

Additions during the year were lines from ‘St. Gloud June- 
tion, Minn., to two miles west of Richmond, 20 miles, and 
from Devil’s Lake, Dak., to Church's Ferry, 18.87 miles. 
Neither of these lines were opened for traffic until the close 
of the year. 

The equipment consists of 201 locomotives; 84 passenger, 
19 sleeping, 13 combination, 44 baggage, mail and express 
cars; 3,403 box, 50 stock, 1,300 flat and coal and 110 ca- 
bose cars; 3 business and pay cars, 9 derrick and tool and 
34 dump cars, 2 steam shovels and 1 pile-driver. 

The — account, condensed, is as follows : 











Ssh adawastenx. cctsbcncucisehekscnh” Sedu Estasesees $20,000.000 

MMR hd sic caseceky Sedbckes S4enesceueade & <s 32,336,000 

Sinking funds.. Puiden dawaweeny ancomiadins cans Sepia oak "42 3,641 

RADON MAORI sco cnkcc. ofccsnessossva casa ook 1,957,315 

Fund for improvement and renewals .................. 689 660 

PE EN | ve cccenncd vue chia sannees 2,117,298 
Mg) k. <3 GUane sag latedsase ke Eee $57,523 914 

Road, equipment pee eS a nr $54,880,398 

SANE RMR CA ain aoc Rinses daboeaec cess 892,789 

Other property ‘and security er 2,450,008 

Ronds held for reserve fund...... ... an 931,400 

I ti Sas hn Goes band carneasccokeaseeus 277, 301 

Accounts and balances 209,653 

OS area a a POR RR en 632,365 
a ree eae .. $60,273,914 

Less land grant bonds redeemed. . 2,750,000 


$57,523,914 

The funded debt includes $5,250,000 land grant firsts; 
$8,000,000 seconds; $366,000 old St. Paul & Pacific be nds ; 
$5,676,000 Dakota Extension and $13,044,000 consols. The 
only change during the year was the redemption of $100,000 
firsts. 

Land sales for the year were 68,560 acres (at anaverage of 
$5.30 per acre) and 224 town lots, the total sales amounting 
376,323. Cash receipts were $505,352 and expenses 
$155.238, leaving a balance of $350,114, transferred to sink- 
ing fund. The company holds 2,727,224 acres unsold, and 
also land notes amounting to $497,740 principal and $13,381 
interest. 

The report says: ‘‘ Reports from the government land 
offices at Crookstov, Minn., and Grand Forks and Devil’s 
Lake, Dak., show an aggregate of 5,227 pre-emption, home- 
stead and timber culture entries made in those districts dur- 
ing the past year, representing an area of 795,888 acres. 

** By the completion of the branch line extending from St. 
Cloud to Richmond, this company has acquired the right to 
select 50,000 acres of swamp lands, making its total swamp- 
land grant, through proprietary companies, 475,664 acres.” 

The earnings for the year were as follows : 

1885-86. 1884-85. Ine. or Dec. P. ¢ 




















NRNONME co eet con pact $5,587,284 $6,013,050 D.$425.766 7.1 
Passengers .........0.. 1,473,412 1,395,797 L 77615 5.6 
Mail and e xpress saa 204,617 221,479 bv. 16,862 7.6 
Miscellaneous .......... 56,423 145,838 D. 89,415 61.2 

| in re ota $7,321,736 $7, 776, 5.164 D. $454 428 5.8 
SEPeMSeB ........2.0000 3,838,652 3,509,927 1. 328,725 9.3 

Net earnings .... + $3,482,084 $4,266,237 D. $783,153 18.4 
Gross earn. per mile. me 4.978 3,330 D. 352 («6.6 
Net ae 2,368 2924 D, 556 19,0 
Per cent. of exps....... 52.4 45.1 I. 7.3 


Expenses include taxes, which last year amounted to 
$180,248, or 2.6 per cent. of gross earnings. 
The expenses were divided as follows : 
——-1885-86.-——. —--1884-85.--— 
Amount. Pr.ct. Amount. Pr. ct. 
Conducting transportation .. $617.889 8.4 $692,989 8.9 
Motive power... .. ........+: 958,053 13.t 1,107,202 14.2 
Maint’n nce road and str’ct'res. 1,476,709 20.1 956.660 12.3 





Maintenance of cars...... 343,983 4.7 342,488 4.4 
General] expenses..... cawasaut 261.779 3.5 216,370 2.8 
Nesta = a65s waves sheen en 18) 0,248 2.6 194,208 2.5 

OD 5523 cceuvancee aes soe8 $3,833: 838, 652 52. 52.4 $3,509 509,927 45.1 


There were last vear 63.18 miles of track reiaid w ith steel 
and 229,21 new ties used ; 17.60 miles of new sidings were 
built. The work of reducing grades has been continued. 
New stations have been added at several points. No new 
equipment was added, but 500 box cars have been ordered, 
to be delivered this fall. 

The result of the year was as follows : 





Net earnings, as above HES RE rT ee .. $3,483,084 
Interest paid and accrued.................6. $1,999.820 
SONPOO. OOP CONG Fo oi isisciccccce sdecens 1,200,000 

-——--——_- 3,199,820 

Balance, surplus for the year ............... $283,264 


This does not mclude the net revenue from the sale of 
lands, which goes into the sinking fund. 

The following new lines are now being graded, and on most 
of them track will be laid this autumn: Elk River to Milaca, 
32; Richmond to Willmar, 38; Benson southwesterly ; Camp- 
bell westerly ; Crookston, southeasterly: Devil’s Lake toward 
the Missouri River; Cando Branch, 16; Bottineau Branch, 
38 miles. The Cando Branch leaves the Missouri River Ex- 
tension at Church’s Ferry, 19 miles west of Devil’s Lake, and 
the Bottineau Branch leaves from Rugby Junction, 57 miles 
west of Devil’s Lake. The line to Rugby — has been 
opened since the close of the year, on Aug. 1 

The President’s report says : ‘‘ There has heen a remark- 
able exemption from serious accidents; and no labor troubles 
have interrupted the efficient conduct of the company’s busi- 
ness. Last winter, like its predecessor, was favorable to the 
operation of your lines, and it did not’ become nece ssary at 
any time to use a snow-plow. The present summer has 
brought upon the West one of the severest droughts ever 
recorded here; but nevertheless the crops along your lines, in 
spite of local damage, have proved of good yield and excel- 
lent quality. Harvestingis at this time (the middle of Au- 
gust) far advanced, and the usual grain traffic of your com- 
pany seems w ell assured. 

‘A convention was recently held at Crookston to devise a 
plan for the systematic drainage of such parts of the Red 
iver Valley as lie too low for ordinary surface drainage in 

wet seasons. Your company will share the expense of pre- 
liminary work and the future benefit of this improvement. 

The company’s lands show an increasing value, and are in 
better demand than a year ago. 

‘* There has been great activity in the railroad develop- 
ment of the Northwest. The ae Pacific Railway has 
been completed, and on June 27, 1886, was put in operation 
to the Pacific Coast. Itis a reasonable expectation that your 
company, affording the only connection from St. Paul, will. 
witbin another year, derive benefit from the exchange of 





traffic via Winnipeg. St. Paul and Minneapolis are rapidly 
becoming a railroad centre of the first importance, po 3 the 
value of your terminal property therein, which is exception- 
ally good, is constantly increasing. The year 1886 witnesses 
the completion and operation of three new trunk lines be- 
tween Chicago and St. Paul. The increased competition thus 
introduced cannot but benefit the whole Northwest by 1m- 
proving and cheapening its communication with the central 
and eastern parts of the country. 

‘** The rapid settlement and development of the regions be- 
yond your present lines call for such immediate extensions 
of your system as will give the people adequate rail1oad 
facilities. Several of these extensions are already in prog- 
ress, as previously shown. The importance of the head of 
Lake Superior as an outlet for the products of the Northwest 
has induced your company to contract for the building at 
West Superior, on its grounds there, of an elevator, designed 
for a capacity of 1,800,000 bushels, and to be completed by 
Oct. 1. Adock and slip in connection with it will give 
ample facilities for the company’s traffic at that point. 

‘* As our annual reports show, your board has steadily fol- 
lowed the policy of reducing the company’s rates from time 
to time, so far as the traffic wLuld warrant, without impair- 
ment of the property or injustice to the stockholders. Your 
beard accordingly this year has further lowered the compa- 
ny’s rates on grain, live stock, lumber and coal and has re- 
cently published new tariffs thereon, which extend to i 
points on your lines, making a reduction of from 10 to 15 
cent., and which compare most favorably with any ot od 
railroad tariffs west of the Mississippi River. These rates 
will be of immediate advantage to the people along your 
road, especially to new settlers, and are believed to be for 
the best interests of the stockholders as well. They 
have received the approval of the Railroad Commissioners of 
Minnesota. The Commissioners originally urged a vet 
larger reduction, on account of the — earnings hitherto; 
but after a thorough investigation, and in view of tie finan- 
cial exhibit of the past year, became satisfied that the rates 
proposed by the company were reaso mable. 

‘** The company’s average rate per ton-mile again “shows a 
reduction, being for the past year 1.49 cents. The passenger 
fares have also been reduced by the establishment of new 
round-trip rates, at 134 the single fare, instead of 1% as be- 
fore. This change took effect in June.” 


Connecticut & ¢ Passumpsic Rivers. 








This company owns a line from White River Junction, Vt., 
northward to the Canada boundary at Derby Line, 110.3 
miles. It controls and leases the Massawippi Railw ay! from 
Derby Line to the Grand Trunk road at Sherbrooke, P. Q., 
34.7 miles, with a branch to Stanstead, P. @., 2 miles, mak- 
ing 147 miles worked. The company also owns the Newport 
& Richford road, from New port, Vt., to the Canada line, 32 
miles, but leases that road to the Southeastern Railway Co., 
of Canada. The 41st annual report is for the year ending 
June 30 last. 

The oo includes 33 locomotives; 18 passenger, 1 
— lor, 1 postal and 12 baggage cars; 520 box, 100 stock, 

490 flat and 10 caboose cars; 3 derrick or wrecking and 2 
boarding cars. 

The general account, condensed, is as follows 
Capital : stock Sine sae «< eaeanwenes 





. $2 500,009 











Funded debt........... Stha seouekseatnaketaawaws ..... 1,850 060 
Reserve...... Er Te 
Accounts and balances.............. ccscseee seeeees 42.915 
Income account, balance of GEIS... 0. 4:6. \ndae:  d60 800% 1,368 
Total . Daehn be: Ho sineree eteaakea . $4,632,703 
COMMPUBUON ....0.0.5265 on cccccee tas lowes $$ 3,516,525 
Newport & Richford R. R........ ..-.... «- 350, 000 
I ORUGNT TAF oc cncies:. sce seas cvcvccssvace 174.457 
i en ee Kad wiedig’ 80,27 
Notes and accounts receivable, ete. 498.345 
Cash RAS neseke eee Kus deaetate 12.4223 
— — 4,632,703 


The funded debt consists of $1,500,000 main line 7 per 
cent. bonds, and $350,000 Newport & Richford 5 per cent. 
bonds, the interest charge being $122,500 yearly. As rental 
for the Massawippi road the company pays 6 per cent. on 
$400,000 bonds, and the same dividends on $400,000 stock 
as it pays on its own stock. Stock was increased $225,600 
during the year, as noted below. 

The earnings for the year were as follows : 

1885-86. 1884-85 Inc. or Dee ‘¥ 
I 











Eee $441. 499 D. $40.218 
ee ee 273,290 273,178 I. bt a 
Mail and express........... 32°58 $1,350 I. 1,238 4.0 
Rents, etc..... Sage See 51,771 51,499 I. 272 05 
TED kiccas . 3758.930 $797,526 D. 48 
Fxpenses... 471.948 498,111 D. 26,163 52 
Net earrings........ .... $286,982 $299, $15 > Dz. $12,433 42 
Gross earn. per mile....... 5,163 5,425 Dz. 262 4.8 
Net 7 <P EEES 1,952 2037 Dz. 84 42 
Per cent. of _ ss tonke agrcsiihnd 62.2 62.5 D. 03 
Passenger earnings in the early part of the year were 


affected by ‘the small- -pox at Montreal and other lecal 
causes. 

The result of the year was as follows : 
Net earnings as above.......... 
Balance from previous year 





I il beneath anata. unbibics tomd coma 
IEE, 5.5: benoucns: bandeed, asusieneenesn ~ 5 
IC re ngaDecsach oecn' Sta kukeenesnie 9,361 
Rental Massawippi SS RAR IR else ti OSE 44, *000 
PVROUR, BUF OOIIE ioc ca ccsesincvevsaccece os 118,470 
—-— 294,351 
Balance, surplus, June 30, 1886... ............ cece eeeeee $1,368 


The only additions to property reported are two new loco- 
motives and one parlor car bought. A)l improvements were 
charged to operating expenses. 

The traffic for the year was as follows : 











Train-miles: 1885-86. 1884-85. Ine. * t Dec. P. c. 
Passenger ....... 241.012 273,732 D. 11.9 
i aaa K 370, 184 I. Z 
Service 10,152 i 50 6 

| eer 653,910 654,068 D a 
Passengers car’d 209,607 214,478 D. 2.3 
Passenger-miles. 7.732 331 7,876,120 D. 1.8 
Tousfreightcar’d 413,104 372.078 a. 11.0 
Tor-miles .......32,228,849 25,703,942 I. 6,524, ‘907 254 

Av. train load: 

Passengers, No... 37.4 288 ,. 3.6 12.5 
Freigbt, tons..... 8L.1 69.4 * 7 16.9 


During the year 1,500 tons of steel rails and 48,965 new 
ties were used in renewals. The main line is now all laid in 
steel. The work of ballasting the track has been completed . 

The report says: ‘* There has been issued since last year’s 
report 2, 56 shares of stock, making the capital stock now 
$2,500,090, and leaving $500,000 to be issued hereafter to 
make up the authorized capital of $3,000,000. The new 
stock was sold at par and the proceeds applied to the liquida- 
tion of the floating debt of the company. This floating debt 
was caused by the assistance rendered by this company in the 
building of the Southeastern Railway, for which this road 
holds the mortgage bonds of that company, and, although 
unavailable at present, we hope some day to realize from 
them,” 


— t. a abe oe a & 2 = 
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